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APPENDIX A
PRELIMINARY DESIGN

The following pages present the preliminary design of the preterred alternative in the form of an overlay
of engineering information on an aerial photographic background. The purpose of presenting this
information is two-fold:

* To show the characteristics of the project corridor and items and areas that may potentially be
impacted (as shown by the aerial photograph background).

= To demonstrate the degree of impact that "build" alternatives might have on the facility and adjacent
properties (as shown by the blue colored overlay lines).

Preferably it would be best to show the impacts of all alternatives considered in this study on the aerial
photograph background. Unfortunately, the need to show 55.1 km (34.2 mi) of information in a manner
conducive to presentation in this EIS necessitates using the smallest practical scale that will still allow
recognition of areas and their expected impacts. Trying to show overlays of all alternatives on this scale
made it very difficult to differentiate between alternatives and greatly diminished the effectiveness of the
presentation due to the confusion created by so much information in a small space.

Accordingly, the preliminary design shown herein is for the preferred alternative set forth in this EIS. This
was done in order to portray information that would best represent what would likely occur in the corridor
if the recommended improvements are implemented.

The information displayed is also representative of the expected impacts that would occur for the other
"build" alternatives. Extent of impacts in areas where the additional lane of the 2-land modified alternative
would be located are nearly identical to the information shown. Areas where the additional lane is not
present would have slightly less width and area of impact compared to what is shown.

The preferred alternative is comprised of a mix of the use of 4-lane undivided and 5-lane sections.
Therefore, the information portrayed in this appendix is very representative of the impacts of those
alternatives if they were used exclusively throughout the corridor. The area of impacts for the 4-lane
divided alternative are approximately 33% greater than the 4-lane undivided or 5-lane segments. Adding
approximately one-third of the distance between centerline and the proposed construction limit will give a
good indication of the limits of construction associated with the 4-lane divided alternative.

Information portrayed on the pages herein includes the following. Important features and information are
clearly labeled to help determine the location in the project corridor and to help identify features potentially
impacted:

* Existing roads and adjacent properties on an aerial photo background (photo taken 1992). Aerial
photographs show buildings, drainages, intersecting roads, and other physical features on the ground
(main features labeled).

* Milepost locations.

* Sections lines and breakdowns of sections (e.g., SE¥% Sec 1).

* Propenty lines of record.

* Proposed centerline of new road.



+ Stationing along the proposed centerline. Stationing given is distance in meters and hundreds of
meters. For example, 9+00 = 900 meters. Each tick mark along the centerline represents an interval
of 20 meters (65.6 ft). One meter equals 3.28 feet.

* Proposed edge of pavement.

* Proposed construction limits, which are the limits of ground disturbance.

* Proposed right-of-way.

« |nformation in the middle of the page between the two strips of aerial photograph calls out the name
of the segment in which the area lies (see below), the scale (metric scale of 1 to 300, that is,
everything shown on the maps will be 300 times larger in real life), and an indication of the lane
configuration of the preferred alternative to be used at the location shown (4-lane, 5-lane, and 5-lane

urban which includes curb and gutter).

It is likely the project corridor will be broken up into segments for the purpose of developing projects to
implement any proposed improvement alternatives. The following identifies those segments:

Segment Milepost Limits Length Metric Stationing *
Hamilton to Victor 49.0 - 59.0 16.1 km (10.0 mi) 9+00 to 169+07
Victor to Florence 59.0 - 741 24.3 km (15.1 mi) 10+00 to 251+88
Florence to Lolo 74.1 - 83.2 14.7 km (9.1 mi) 10+00 to 159+56

55.1 km (34.2 mi)
* Follows stationing given on aerial photographic mapping herein (distance in meters, 1+00 = 100 meters)

Although the information shown here represents the preferred alternative, a preliminary design
overlay has been created for each of the "build" alternatives giving the same type of information
shown here. Those needing further information for other alternatives or having questions about
the information presented herein are invited to contact the Project Manager at 1-800-331-7548
for clarification.
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APPENDIX B
RELATED REPORTS, STUDIES, AND REFERENCES

REPORTS AND STUDIES COMPLETED FOR EIS

"Hamifton - Lolo Transportation Corridor Analysis” - Peter Schauer Associates: Boonville, MO -
January 7, 1994

"US Highway 93 Traffic Study" - Keller & Associates; Boise, ID - December 1993

"US Highway 93 Hamilton to Lolo Air Quality" - Timothy Krause, Shapiro & Associates; Seattle,
Washington - January 11, 1994

“US Highway 93 Hamilton to Lolo Noise Report"- Timothy Krause, Shapiro & Associates; Seattle,
Washington - January 11, 1994

“Evaluation of Silver Bridge Realignment Alternatives* - Forsgren Associates: West Yellowstone,
MT - June 1994

"Economic Analysis" - Forsgren Associates; West Yellowstone, MT - March 1994

“Water Quality” - Forsgren Associates, Inc; West Yellowstone, MT - March 1994

“Floodplains" - Forsgren Associates, Inc.; West Yellowstone, MT - March 1994

"Hazardous Material Assessment US Highway 93 Right-of-Way Corridor Hamilton to Lolo - Ravalli
and Missoula Counties, Montana" - Chen-Northern, Inc.; Helena, MT - November 1992 and
“Phase Il Environmental Assessment US 93 Project Hamilton-Lolo" - Maxim Technologies, Inc.

(formerly Chen-Northern); Helena, MT - October 1996

“Biological Resources Report for Highway 93 Lolo to Hamilton - OEA Research, Inc.; Helena, MT
-June 7, 1994

"US Highway 93 Wetlands Evaluation” - OEA Research, Inc.;: Helena, MT - June 1994

Biological Assessment - Threatened and Endangered Species for Highwa y 93 - Lolo to Hamilton*
- OEA Research, Inc.; Helena, MT - June 7, 1994

"Social/Economic Report" - Forsgren Associates, Inc.; West Yellowstone, MT - March 1994
‘Land Use Report" - Forsgren Associates, Inc.; West Yellowstone, MT - March 1994
"Farmiand Impacts" - Forsgren Associates, Inc.; West Yellowstone, MT - March 1994

“Geotechnical Reconnaissance Study - Hamilton/Lolo" - Armstrong and Associates; Helena, MT
and Forsgren Associates, Inc.; West Yellowstone, MT - October 1993

‘Bicycle/Pedestrian Facilities" - Forsgren Associates, Inc.; West Yellowstone, MT - March 1994



18.

19.

20.

21.

10.

11.

12.

"A Cultural Resource Inventory Report for the Proposed Lolo to Hamilton Transportation
Improvement Project in Western Montana" - Lynelle Peterson, Ethnoscience, Inc.; Billings, MT
and Joan Brownell, Headwaters Cultural Resource; Bozeman, MT - November 1993

"Energy and Commitment of Resources" - Forsgren Associates, Inc.; West Yellowstone, MT -
March 1994

“The Significance of Deer Kill in Montana’s Bitterroot Valley with Review of Preventative
Measures" - Robert Harris; Conner, MT - March 21, 1994

"Draft Section 404(b)(1) Evaluation” - Forsgren Associates, Inc.; West Yellowstone, MT -May
1995

CITED REPORTS AND STUDIES

“Accident Study Evaluation" - W.H. Butzlaff, Memo to Edrie Vinson - Montana Department of
Transportation; Helena, MT - December 28, 1992

"Ravalli Comprehensive Plan" - Ravalli County, Montana; Hamilton, MT - Draft April 1994
“Missoula County Comprehensive Plan" - Missoula County Montana; Missoula, MT - June 1990

"The Bitterroot Futures Study” - The Bitterroot Valley Chamber of Commerce and the Bitterroot
Resource Conservation and Development Area, Inc.; Hamilton, MT 1993

"RC&D Business Incubator - Business Plan"and “Planning Manual” - Bitterroot Valley Chamber
of Commerce and Bitterroot Resource Conservation and Development Area, Inc. (RC&D);
Hamilton, MT - March 1993

“National Environmental Policy Act of 1969", as amended - US Congress; Washington D.C.
"Regulations for Implementing the Procedural Provisions of the National Environmental Policy Act"
- Council on Environmental Quality, Executive Office of the President; Washington D.C. - July 1,
1986

"US Highway 93 Evaro to Polson - Final Environmental Impact Statement and Section 4(f)
Evaluation" - US Department of Transportation Federal Highway Administration and State of

Montana Department of Transportation - Morrison-Maierle, Inc.; Helena, MT - June 1996

Letter from US Fish & Wildlife Service to Montana Department of Transportation containing
threatened and endangered species list for US 93 - Hamilton to Lolo - December 17, 1992

Montana Rail Link - Letter from Richard Keller, chief engineer to Kevin McCann; May 19, 1993

*Montana 1994 Estimates of the Poulation" - Montana Department of Commerce, Census and
Economic Information Center - October 1995
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DRAFT
SECTION 404(b)(1) EVALUATION

APPLICANT: Montana Department of Transportation
APPLICATION NUMBER:
PROJECT: Hamilton/Lolo (US Highway 93) Ravalli & Missoula Counties,

Montana, NH 7-1(52)49

SECTION I. INTRODUCTION

The 404(b)(1) guidelines, found in Title 40 of the Code of Federal Regulations, Part 230, are the
substantive criteria used in evaluating discharges of dredged or fill material in waters of the United States
under Section 404 of the Clean Water Act and are applicable to all 404 permit decisions. Fundamental
to these Guidelines is the precept that dredged or fill material should not be discharged into the aquatic
ecosystem unless it can be demonstrated that such discharges would not have unacceptable adverse
impacts either individually or in combination with known and/or probable impacts of other activities affecting
the ecosystems of concern.

Subpart B of the guidelines establishes four conditions which must be satisfied to make a finding that a
proposed discharge complies with the guidelines. Paragraph 230.10 provides that:

a) Except as provided under Section 404(b)(2), no discharge of dredged material shall be permitted if
there is a practicable alternative to the proposed discharge which would have less adverse impact
on the aquatic ecosystem, so long as the alternative does not have other significant adverse
environmental consequences;

b) No discharge of dredged or fill material shall be permitted if it violates state water quality standards,
Section 307 of the Clean Water Act, or the Endangered Species Act of 1973;

c) No discharge of dredged or fill material shall be permitted which will cause or contribute to significant
degradation of the waters of the United States; and

d) Except as provided under section 404(b)(2), no discharge shall be permitted unless appropriate and
practicable steps have been taken which will minimize adverse impacts of the discharge on the
aquatic ecosystem.

Mitigation to offset significant and insignificant adverse impacts may be developed which could result in
bringing a project into compliance with the guidelines. Impacts must be avoided to the maximum extent
practicable and remaining unavoidable impacts will then be mitigated to the extent appropriate and
practicable by requiring steps to minimize impacts and, finally, by compensation for loss of aquatic resource
values.

Section 230.11 sets forth the factual determinations which are to be considered in determining whether a

discharge satisfies the four conditions of compliance. These determinations are contained in the following
evaluation.
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SECTION Il. PROJECT DESCRIPTION

A. LOCATION

US Highway 93 is a north-south highway in western Montana. The portion of the highway for this project
is a 55.12 km (34.22 miles) portion from Hamilton to Lolo. Figure 1 in this report shows the project
location. The project corridor is located on the Valley floor, which gently slopes from west to east toward
the Bitterroot River. The terrain is generally flat, punctuated by occasional small ridges, and numerous
small streams feeding down from the Bitterroot Range to the River.

B. GENERAL DESCRIPTION

An Environmental Impact Statement (EIS) has been prepared to examine various alternatives for improving
transportation in the corridor and to identify the associated environmental impacts. The document is
currently in final form. A draft was prepared, including a draft of this 404(b)(1) Evaluation, which was
submitted to the public and regulatory agencies for review and comment.

The EIS evaluates the following alternatives:

* No Action

¢ Park-and-Ride

¢ Commuter Bus Service

* Passenger Rail Service

* Alternate A - Modified 2-lane highway

* Alternate B - 4-lane undivided (no median) highway

* Alternate C - 4-lane divided with median and turnbays
* Alternate D - 5-lane highway with center turning lane

The proposed alignment for any "construction" alternatives would follow the existing US Highway 93
alignment with two exceptions, Silver Bridge realignment and Bass Creek Hill realignment. The first
realignment provides for a new crossing of the Bitterroot River just north of Hamilton. The purpose of this
realignment is to soften substandard horizontal curvature and provide the opportunity to construct new
crossing facilities unimpeded, while still carrying the major traffic of the area on the old structure during
construction. Realignment at the Bass Creek Hill area for a distance of approximately 3.2 km (2 miles)
north seeks to pull the highway westerly away from the Bitterroot River and former meanders which
constitute a considerable area of wetlands.

The preferred alternative recommended for implementation by the EIS is in reality a combination of several
alternatives set forth in the document. The elements were recommended for their ability to economically
meet the stated purposes and needs for transportation improvement in the corridor, while offering the
opportunity to minimize impacts. Elements of the preferred alternative include:

* construction of park-and-ride lots and implementation of a park-and-ride system

* establishment of a local transportation management association to administrate the park-and-ride
system and further enhance opportunities to reduce traffic through implementation of transportation
demand management techniques

* construction of 4-lane undivided highway in undeveloped (rural) areas of the corridor

* construction of 5-lane highway (4-lanes with center turning lane) principally in "urban" areas of the
corridor

= minor realignment of the highway at Silver Bridge and the Bass Creek Hill areas
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FIGURE 1
PROJECT LOCATION
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» implementation of access control policies to enhance the function of the recommended construction
alternatives

= installation of traffic signals at intersections with Woodside Crossing (Woodside) and the Eastside
Highway (Florence)

 construction of auxiliary lanes (turning and acceleration/deceleration)

= construction of pedestrian and bicycle facilities

= provision for curb, gutter, and drainage facilities where appropriate

Further detailed description of the preferred alternative and its elements can be found in Chapter 2.0 of
the EIS. Also, figures depicting the relocation alignments are shown in Chapter 2.0 of the EIS.

Appendix A of the EIS contains an overlay of the construction elements of the preferred alternative on an

aerial photo background, along with a delineation of the construction limits and probable right-of-way
boundaries.

C. AUTHORITY AND PURPOSE

The Highway Commission of the State of Montana has authorized environmental study and preliminary
planning for improvements to this highway corridor in response to public demand and observed deficiencies
of the existing system. These activities are being carried out under the auspices of the Montana
Department of Transportation (MDT) with oversight and regulatory control from the Federal Highways
Administration (FHWA), which agency is providing the majority of funding for this project through allocations
to MDT.

Several deficiencies of the existing transportation system in this corridor have been identified. The
following is a brief summary of the purposes and needs for improvement:

e US 93 is a highway of national significance, providing an important transportation link on a local,
state, national, and international level.

* Improvements have already been completed or are in planning or design stages on other segments
of US 93 resulting in incompatibility of this corridor when linking with the overall system.

* The highway in the study corridor does not have enough capacity to meet present demands and
traffic is projected to increase at a rate of at least 3% annually for the next 20 years.

* The facility does not have adequate level of service presently and will not meet level of service
(capacity vrs. volume) in the future.

* The heavy traffic congestion and lack of passing opportunities reduces safety, increases driver
frustration, and produces a higher accident potential.

* There is strong public demand to improve transportation facilities within the corridor.

* The existing roadway is deficient in several areas in terms of geometry, shoulder width, sideslopes,
sight distance, restricted width, sharp horizontal curvature, pavement rutting, potholing, and break-up.
Correction of these deficiencies is needed to improve safety and performance of this transportation

system.

Chapter 1.0 of the EIS offers a more detailed description of the purposes and needs for proposed
improvements.
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D. GENERAL DESCRIPTION OF THE DREDGED OR FILL MATERIAL

1)

2)

3)

General Characteristics of Material: Although no soil borings have been taken in the project

corridor, the USDA Soil Conservation Service provided soil information from the Bitterroot Soil Survey
and "as-built" soil information is available from previous highway construction projects in the corridor.
Except for minor variations, the vast majority of the soil in the valley is some type of loam. The most
frequently occurring type of loam is a coarse or gravelly, sandy loam. Underlying the loam deposits
are significant sand and gravel layers formed by alluvial deposition from erosion of the nearby
Bitterroot Mountains. The depth to groundwater in the valley is generally about five to six feet.
Depth to bedrock is generally several hundred to several thousand feet in the Valley floor area but
decrease to very shallow depths (some surface exposure) on the finger ridges that protrude
transversely out from the mountain range across the study corridor to the Bitterroot River.

The loam soils have moderate to high infiltration rates, even when thoroughly wetted, and are well
drained. The sand and gravel layers are generally well graded and highly permeable. The
abundance and ready availability of this alluvial gravel material makes it the prime material of choice
for use as borrow and fill material for embankments where construction alternatives are recommend-
ed for implementation.

A geotechnical reconnaissance was performed which indicates the corridor soils are predominately
reworked glacial and alluvial deposition with deep deposits of sand and gravels along with occasional
pockets of fine-grained silt-clay soil deposits. Slopes of the project vary from level to moderate with
level conditions being the most common.

Quantity of Material: The majority of the wetland encroachments or fills in wetland areas will be the
result of the highway crossing riparian areas. Most are encroachments transversed to the direction
of stream flow. Therefore, most would involve approach fills, construction of abutments and piers
for bridges, or placement of fills over culverts and other required grading necessary for the crossings.
Elsewhere encroachment into wetland areas would result from widening the highway to accommodate
additional lanes and wider shoulders if "build" alternatives are selected.

Wetland discharge sites which occur within riparian areas are associated with surface water sources,
such as streams and creeks. Other discharge sites are wetlands which occur in the non-riparian
areas and are supported by groundwater or irrigation sources. Table 1 summarizes the locations of
the major stream crossings throughout the study area. Appropriate crossings (bridge or culvert) will
be provided at these locations and will be selected during design on the basis of hydraulic need, cost,
biologic impacts, and other applicable feasibility considerations.

Table 2 gives the estimated fill volumes below ordinary highwater at major crossings which involve
fill in riparian wetlands.

Source of Material: According to a geotechnical reconnaissance study conducted for the EIS,

excellent construction materials are located throughout the corridor which should provide a ready
source for fill, surfacing, and borrow materials. Sources have generally been available during the
past construction projects in this area. Due to the availability of excellent construction materials, all
borrow will likely be specified with a high classification such as A-1-b(0) or better to take advantage
of these available soils.

Fill material used for widening and construction of approaches to bridges and fills over culverts will

likely be embankment material generated on-site or nearby through excavation of cut areas along
the roadway.

50f37



No specific borrow source locations have been identified to date. Borrow will not be taken from areas
without the proper environmental and archaeological clearances. Borrow sources will likely be
chosen which are within the area and therefore will be similar to the on-site soils.

TABLE 1
MAJOR STREAM CROSSING LOCATIONS
— |
Approx | Approx Stream Existing Potential

Station | Milepost Crossing Fishery * Structure Structure***

0

e . .
17+80 49.5 |Bitterroot River B,C,D,E Bridge Bridge
(Silver Bridge)
23+00 49.8 |Woodside Canal no data Bridge Culvert
28+95 50.3 |Blodgett Creek B (r-spawn) Bridge Bridge
36+60 50.8 |Blodgett Creek A(bt)**, B(r-spawn) Bridge Bridge
97+05 54.5 |Fred Burr Creek no data Bridge Bridge
137+30 56.7 |S Bear Creek A(bt)*, g(:spawn), Bridge Bridge
149+40 57.4 |N Bear Creek B (r-spawn, r,b,bn) Culvert Bridge
158+00 57.9 |N Bear Creek B (r-spawn, r,b,bn) Culvert Bridge
é% ; —L e Ei%%%»g T e
21+20 59.8 |Sweathouse Creek A(bt)* Bridge Bridge
51+40 61.6 |Big Creek B(r,bn-spawn,r,b,bn)** Bridge Bridge
101+00 64.6 |McCalla Creek no data Culvert Culvert
106+80 65.0 |McCalla Creek no data Bridge Bridge
123+25 66.0 |McCalla Creek no data Bridge Bridge
125+20 66.2 |Kootenai Creek B(r,bn-spawn) Bridge Bridge
194+70 70.5 |S Bass Creek no data Culvert Bridge
203+90 71.2 |N Bass Creek A(c)™ Culvert Bridge
207+80 71.4 |Larry Creek Alc)™ Culvert Culvert
208+60 71.5 |1z Larry Creek no data Culvert Culvert
209+80 71.5 |% Larry Creek no data Culvert Culvert
234+80 73.0 |Sweeney Creek A(c,bt)*, B(r) Culvert Bridge
10470 74.2 |One Horse Creek no data Culvert Culvert
36+10 75.8 |Tie Chute Creek no data Culvert Culvert
70+90 77.8 |Carlton Creek no data Culvert Culvert
89+10 79.0 [Maple Creek no data Culvert Culvert
154+00 82.9 |Lolo Creek Alc,bt)** Bridge Bridge

-

Fisheries: A=species of concem (c=cutthroat, bi=bulltrout); B=trout(r=rainbow, b=brook, bn=brown); G=other
salmonids; D=non-salmenid game fish; E=non-game rough

Information available for areas upstream for Bitterroot or Lolo National Forest

Type of structure to be determined during design based on hydraulic need, cost, biclogic impacts, and other applicable
teasibility considerations

=

ey

6 of 37



TABLE 2
ESTIMATED FILL VOLUMES AT MAJOR CROSSINGS FOR BUILD ALTERNATIVES

Approx Stream 2-lane 4-lane 4-lane Preferred | Potential
Milepost Crossing Modified Undivided Divided 5-lane Alternative | Structure
cy [em | cy [ceMm [cy [cem [ cy [cem [ cy [ cm
49.5 |Bitterroot River 9 7 13 10 16 12 19 14 13 10 Bridge
(Silver Bridge)
49.8 [Woodside Canal | 133 | 102 | 200 | 153 | 244 | 187 | 278 | 213 | 200 | 153 Culvert
50.3 |Blodgett Creek 9 7 13 10 16 12 19 14 19 14 Bridge
50.8 |Blodgett Creek 11 13 10 15 11 15 11 Bridge
54.5 |Fred Burr Creek 8 10 7 11 9 11 9 Bridge
56.7 |S Bear Creek 18 14 27 20 33 25 37 28 27 20 Bridge
57.4 |N Bear Creek 7 11 8 13 10 15 11 11 8 Bridge
57.9 |N Bear Creek T 5 11 8 13 10 15 11 15 11 Bridge
59.8 |Sweathouse 13 10 20 15 24 19 28 21 20 15 Bridge
Creek
61.6 |Big Creek 5 11 8 13 10 15 11 15 11 Bridge
64.6 |McCalla Creek 107 82 160 | 123 | 196 | 150 | 222 | 170 | 160 | 123 Culvert
65.0 |McCalla Creek 5 4 8 6 10 7 11 9 8 6 Bridge
66.0 |McCalla Creek 5 9 11 9 13 10 13 10 Bridge
66.2 |Kootenai Creek 5 11 13 10 15 11 15 11 Bridge
70.5 |S Bass Creek 240 | 184 | 360 | 276 | 440 | 337 | 500 | 383 | 500 | 383 Culvert
71.2 |N Bass Creek 227 | 174 | 340 | 260 | 416 | 318 | 472 | 362 | 340 | 260 Culvert
71.4 |Larry Creek 100 77 150 | 115 | 183 | 140 | 208 | 160 | 150 | 115 Culvert
71.5 |% Larry Creek 80 61 120 92 147 | 112 | 167 | 128 | 120 92 Culvert
71.5 |% Larry Creek 90 69 135 | 103 | 165 | 126 | 188 | 144 | 135 | 103 Culvert
73.0 |Sweeney Creek 6 5 9 7 14 9 13 10 13 10 Bridge
74.2 |One Horse Creek| 200 | 153 | 300 | 230 | 367 | 281 | 417 | 319 | 417 | 319 Culvert
75.8 |Tie Chute Creek | 400 306 600 460 733 | 562 | 833 | 638 | 600 | 460 Culvert
77.8 |Carlton Creek 140 | 107 | 210 | 161 | 257 | 197 | 292 | 223 | 292 | 223 Culvert
79.0 |Maple Creek 70 54 105 80 128 a8 146 112 105 80 Culvert
82.9 |Lolo Creek 12 9 17 13 21 16 24 18 24 18 Bridge
TOTALS| 1,905 | 1,459 | 2,859 | 2,187 | 3,494 | 2,674 | 3,970 | 3,040 | 3,238 | 2,475
Motes: 1) Fill volumes in the table are the amount of additional fill which would be required at each crossing if the corresponding alternative were

2)

3)

selected.

For each crossing where a bridge may be used, it was assumed that the entire creek would be spanned with no constriction of flow.
See note in Table 1 on determination of structure type.

These values are just estimates and may change significantly during final design.
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E. DESCRIPTION OF THE PROPOSED DISCHARGE SITES

A Wetlands Evaluation Report was prepared for this study area by an ecological consulting firm (OEA
Research, Inc., 1994). This report is on file with MDT. It documents the methodology used in delineating
the wetlands; tabulates location, size, and type of wetlands identified within the project corridor; and
proposes mitigation alternatives for impacts. Table 3 is a summary of the wetland occurrence and
disturbed acreage for each construction alternative, including the preferred alternative.

1)

2)

3)

4)

5)

Location of Sites: All of the wetlands and surface waters impacted by the construction alternatives

are part of the Bitterroot River drainage. The locations of wetland sites are described and identified
in the Wetland Evaluation Report which was prepared for the study corridor and they are listed in
Table 3.

Size of Sites: The wetlands were delineated using the US Army Corps of Engineers’ Environmental
Laboratory Method (1987). A study corridor width of 158 m (520 ft) (half on either side of centerline)
was inventoried. Because of the extent of wetlands in and adjacent to the highway right-of-way, the
entire corridor was walked. Boundaries of the wetland areas were surveyed with Global Positioning
system equipment to accurately determine the area.

The total delineated amount of jurisdictional wetland acreage occurring within the study corridor is
170.1 hectares (260.5 acres). Table 3 shows the total acreage of wetlands within the corridor at
each specific location and also the acreage which would be disturbed by each construction
alternative.

Type of Sites: The highway crosses numerous perennial and intermittent creeks, many of which are
dominated by riparian communities. Wetlands typically comprise 50% to 90% of these areas.

The corridor hosts a variety of wetland resources. Table 3 shows the type of wetlands occurring at
each site. Numerous right-of-way ditch wetlands occur due to a high groundwater table and surface
water flow meanders caused by the highway berm. Most of these types have standing water in the
spring and possibly early summer depending on the amount of runoff from the nearby mountains.
Many of the areas along the railroad paralleling the highway have standing water for more than six
months in the deeper borrow areas.

Types of Wetlands Habitat: Table 3 gives the type of wetland at each delineated site including the

hydrologic category, vegetation dominance type, and the hydrologic source.

Timing and Duration of Discharge: The timing and duration of construction activities will depend
on the alternative chosen for that specific location and the type of construction (bridge, road widening
or new road construction). Detailed schedules and phasing plans would be prepared during final
design. The timing and duration will be determined to minimize turbidity and other disturbances in
the wetlands and streams. Construction schedules will be specified to not conflict with spawning and
migration periods.

The construction periods and duration are described in Section 4.24 -Implementation of the EIS.
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F. DESCRIPTION OF DISPOSAL METHOD

The type of disposal methods will depend on the type of construction that is undertaken in a specific
location. The following sections describe the general construction methods which would be used for "build"
alternatives selected to widen the existing highway, build a new highway, or construct a bridge or culvert
in the vicinity of surface waters and wetlands.

Roadway Widening: When widening the highway, it would be necessary to place fill in wetlands

which are encountered along the highway. The fill material would be placed in the wetlands by large
earth-moving and excavation equipment. The material would likely be from nearby source pits or
excess material from other areas within the project corridor. The fill would be necessary to construct
the proper side slopes and adjust the elevation of the roadway.

New Roadway Construction: The construction method for new roadway construction would be

similar to the methods used when widening the highway. Where necessary, the area where fill is to
be placed would first be cleared of trees and shrubs then fill material would be placed and compacted
in relatively thin lifts. Disturbance of the area would be more pronounced due to the larger areas of
wetlands which would be filled and the need to clear vegetation where new fill is to be placed.

Bridge and Culvert Construction: Bridge construction would require that the streambed be

excavated to construct the footings, piers and abutments for the structure. Culvert construction would
also require excavation in the streambed to lay the pipe or box culvert.

To minimize the impacts, the Contractor would isolate the construction activities from the stream
channel. This can be accomplished by using cofferdams. Cofferdams are temporary structures
which are constructed in the streambed and enclose the construction activities. After they are in
place, the river water trapped within the dam is pumped out to expose the river-bed and facilitate the
excavation and construction activities. The excavated materials and pumped water from within the
cofferdams would be transferred to a temporary settling pond to remove the sediment. The sediment
would be disposed of in proper locations and the water would be returned to the stream. The
locations of the settling ponds would be identified before the construction permits were obtained.

Cofferdams can be constructed by wrapping sheet pile or heavy plastic around steel piles which are
driven into the streambed. For piers and abutments, a concrete base is usually poured to seal the
cofferdam. Temporary ladders and scaffolding would be required for equipment and workers to use
during construction.
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SECTION Ill. FACTUAL DETERMINATIONS (Section 230.11)

Determinations include both the individual and cumulative effects of the discharges for both the short and
long-term where applicable.

A. PHYSICAL SUBSTRATE DETERMINATIONS

1)

2)

3)

4)

Substrate Elevation and Slope: The elevation and slope of the streambeds which will be impacted

by US Highway 93 improvement alternatives would not be adversely affected by any of the
construction alternatives. In nearly all cases the existing channel characteristics will be preserved.
The placement of fill materials along the banks of the streams paralleling the highway may require
some minor localized changes to the elevation, and slope of the stream channel. Overall stream flow
gradients and regimes in these limited areas would not change or create velocity changes sufficient
to cause or abnormal deposition or scour problems.

Compare Fill Material and Substrate at Discharge Site: At the stream crossings, the substrate

is expected to be smooth cobbles with clean gravels and fine sediments along the embankments and
in the streambed. The fill used would be select granular backfill having very similar characteristics.

Substrates in wetland areas would be fine sediments supplied by feeder streams and precipitation
runoff. The fill material placed in the wetlands or stream crossings would either be granular material
from nearby sources or excess material from the project itself. Therefore, the two materials would
be expected to have similar constituents and be compatible to the native soils.

Dredged/Fill Material: The fill materials used in the stream crossings would be granular materials
which are not susceptible to movement by water action. Since the water velocity in the wetland
areas is relatively negligible, material movement will not be a problem.

Physical Effects on Benthos Invertebrates/Vertebrates:

a) Physical Effects on Benthos: Benthic organisms would only be impacted along the
streambanks or in the wetland areas where fill materials would be placed. In the long term, the
benthic organisms would relocate and re-establish themselves in the fill material. Therefore,
the only physical effects on benthos should be short-term localized impacts.

b) Invertebrates: Similar to the physical effects on benthos, the impacts to aquatic invertebrates
will also primarily be short term. Fill material placed along the river bank or in wetlands would
bury existing organisms, but new organisms would be expected to quickly re-establish
themselves in these areas. Additionally, construction activities could cause localized increases
in suspended sediment, which would adversely effect aquatic insects that rely upon sight to find
food. Increased sediment levels also clog interstitial spaces in the river-bed which invertebrates
use for habitat, but such will quickly regenerate when turbidity is abated and "flushing" occurs.

c) Vertebrates: Sediment from the erosion of disturbed areas is the primary source of adverse
impacts to aquatic vertebrates. For the study area, "aquatic vertebrates" applies primarily to
fish. Sediment in streams affects fish by increasing silt in spawning gravel and rearing habitat.
This suffocates the eggs or fry and affects the aquatic organisms that fish rely on for food.
Sediment is also abrasive to fish gills. The use of best management practices for erosion
control should alleviate these adverse impacts or reduce them to short-term and tolerable levels.
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Whenever possible, recommended construction should be timed so that it does not coincide with
spawning runs when migration movements could be disrupted or blocked.

Toxic materials can also cause problems for fish. Toxins can be introduced to the streams by
runoff or through accidental spills or contact with hazardous materials. Again, best management
practices during construction should minimize these problems.

The effects of the proposed action on fish and other vertebrates found in the study corridor are
described in Section 4.11 of the EIS.

5) Erosion and Accretion Patterns: Except for the Silver Bridge realignment, none of the alternatives
would alter erosion or accretion processes that are currently naturally associated with the streams
in the project area. At the Silver Bridge realignment site (milepost 49.5), the existing flow pattern of
the Bitterroot River has caused undesirable erosion and accretion patterns. When the bridge was
originally constructed, the floodplain was narrowed by approach fills and directed westward in order
to narrow the crossing.

This condition has caused scour and erosion at the bridge location. This eroded material has been
deposited downstream from the bridge and altered the original course of the river by blocking the
main easterly channel and forcing the water through a smaller westerly channel that runs past the
mouth of Blodgett Creek and then passes Blodgett Park where subsequent erosion is occurring.

By realigning the highway, the narrow crossing could be removed and the river could be returned to
its original course; therefore the impact of the proposed alternatives would be beneficial.

6) Actions Taken to Minimize Impacts: Measures can be incorporated into the proposed action to
minimize the impacts to the streams and wetlands:

a) Select the "no action" or "no build" alternatives if practicable.

b) Design to avoid wetland or stream areas if at all possible by shifting alignment or altering grade.
c) Place the fill in the smallest area possible.

d) Use fill materials that are similar to the substrate whenever possible.

e) Schedule the timing and duration of the construction activities to coincide with the lowest flows
possible.

f) Use the Montana Department of Transportation Highway Construction Standard Erosion Control
Work plan to identify best management practices for erosion control that are specific to any
proposed actions. The goal of the plan will be to prevent erosion of disturbed areas and
minimize the discharge of pollutants and sediments into surface waters. The Contractor for
improvements will be required to follow the recommended BMP’s. The selection of the BMP’s
would be done during the final design activities and at the discretion of the highway designer.

B. WATER CIRCULATION, FLUCTUATION AND SALINITY DETERMINATIONS

1) Water: The EIS contains a discussion of surface waters and their associated quality. The following
sections discuss the proposed action’s impact on various compaonents of the water quality.
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b)

c)

d)

e)

f)

a)

h)

Salinity: No site specific tests for salinity have been performed. However, observations of
streams and wetlands in the project corridor showed no saline areas. Although velocities are
slow, water in wetland areas is continually resupplied and drained away. There are no known
impoundment areas where water could be reasonably expected to increase in salinity. Such
changes would most likely result from altering the hydraulic regime and interconnection of
wetlands and streams or the use of fill materials significantly different from native soils -- neither
of which are expected to occur as a result of the proposed action.

Water Chemistry: Although no site specific tests have been performed, there is no reason to
suspect that the proposed action would significantly alter the alkalinity, hardness, pH level, or
mineral concentration in the surface waters. Information obtained on ambient water quality
shows water chemistry to be within acceptable limits.

Suspended Sediments: Construction improvements would cause temporary, localized, minor
increases in suspended sediments during construction activities especially near streams where
fines in the new fill material are transported from the disposal sites by water currents. Stable,
granular fill materials would be used to minimize these impacts.

Clarity: During the placement of fill materials along stream embankments, there may be
temporary, localized increases in turbidity. These increases in turbidity would be very minor
compared to the increases which naturally occur during spring run-off conditions or after heavy
rainstorms.

Color: The placement of fill materials in wetlands and streams could disrupt the substrate and
increase the suspended sediments and turbidity in the water. This would have the effect of
temporarily and locally altering the color of the waters in the vicinity of the construction activity,
especially immediately following the fill placement. This change in color would be similar to the
change in color during the spring runoff when high concentration of sediments from the
surrounding drainages give the river a milky color.

This short-term impact would be minimal.

Odor: The project would not significantly cause any unnatural odors in the streams and
wetlands.

Taste: The project would not significantly alter the taste of the surface water or the
groundwater in the project area precluding any unforeseen spills or highly abnormal conditions.

Dissolved Gas Levels: Because improvements are not expected to significantly increase the
turbulence of flows, stagnation in the streams and wetlands, or cause other changes to
hydraulic regimes, it is unlikely that the existing dissolved gas levels will be altered in any way.

Nutrients: Nutrient loads such as phosphorus and nitrogen predominantly come from non-point
agricultural sources along the river or stream course, point discharges such as wastewater
treatment plants, and other naturally occurring high organic loads such as decaying algae.
None of these conditions are expected to be impacted by the proposed action and since the
hydraulics of wetlands and surface waters through the project area will be maintained, there
should be no impact from nutrient loading.

Nitrate residual could be found on rock blasted for removal during construction. If such is
placed in water courses, it could provide a temporary low level source of nitrogen. Presently
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j)

there are no known areas on the project where blasting of rock will be necessary. If shotrock
is used for rip-rap, nitrate residuals would be quickly flushed and diluted to insignificant levels.

Eutrophication: The proposed action is not expected to contribute significant quantities of
sediments or nutrients to the Bitterroot River drainage. The waters impacted by the project are
primarily streams and wetlands, not lakes. Streams are generally well-mixed and plant growth
induced by excessive nutrients is generally not a problem. Wetlands are, by their nature,
already subject to eutrophication. Since there will be no significant increase in nutrients and the
hydraulic regimes will be preserved, there should be no impacts from increased eutrophication.

2) Current Patterns and Circulation:

3)

4)

5)

a)

b)

c)

d)

e)

Current Patterns, Drainage Patterns, Normal and Low Flows: All the local cross-highway

drainage crossings and patterns will be maintained. In areas where entirely new fills are to
placed (i.e. near the Silver Bridge crossing) a foundation blanket of granular material could be
constructed for the fills that would allow passage of surface water through areas not already
served by culverts and bridges. Seasonal variations in stream flow and groundwater table do
naturally affect flow volumes and hydraulic patterns. However, none of the proposed
improvements are expected to change or alter these patterns and the total flow of water in the
Bitterroot River drainage should not be altered.

Velocity: The intent of the design of the new bridges will be to maintain the existing velocities
in the streams. The drainage culverts will be designed to keep velocities low enough to
minimize erosion at the outfalls.

Stratification: Proposed improvements are not expected to alter the current stratification of
waters in any of the streams or wetlands.

Hydrologic Regime: Improvements would not be expected to affect the hydrologic regime

currently existing in the Bitterroot River or its tributaries.

Aquifer Recharge: The proposed action would not have any adverse effect on the quality or

extent of the aquifer recharge.

Normal Water Level Fluctuations: Wherever possible, the bridge openings and culverts would be

sized and designed to accommodate the 50-year discharges without significantly altering the stream
elevation or causing backwater problems. Additionally, bridges will also be designed to safely pass
a 100-year flow.

Salinity Gradients: Because there are no known locations of salinity within the project area, salinity

gradients will not be a problem.

a)

b)

Actions That Will Be Taken to Minimize Impacts: To minimize impacts the following measures
will be taken:

Bridge and culvert openings will be sized to maintain the existing water levels and velocities in
the streams, as much as possible.

Culverts and hydraulic structures will be placed and sized to maintain the existing cross-highway

drainage and to allow for fish passage. Additional culverts may be added to preserve or restore
flow between connected or bisected wetlands.
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c)

d)

Whenever possible, the fill material will be placed to maintain the existing hydraulic properties
of the streams and wetlands.

Granular material will be used as a foundation for new embankments, thus maintaining flow
through them.

C. SUSPENDED PARTICULATE/TURBIDITY DETERMINATIONS

1) Expected Changes in Suspended Particulates and Turbidity Levels in the Vicinity of the

Disposal Site: The placement of fill at stream channel crossings may introduce some fine materials
to the surface waters, which would cause temporary increases in the level of suspended particulates
during construction. The placement of fill may also cause unnatural turbulence, which may
resuspend bottom sediments. As a result, turbidity levels may temporarily increase in the vicinity of
stream or wetland encroachments.

Stormwater runoff from areas in the vicinity of streams and wetlands can also transport sediments
to the surface waters. This would result in an increase in suspended particulates and turbidity levels.
It will be necessary to ensure that a standard erosion control work plan is carefully established and
followed to keep erosion to a minimum.

2) Affects on Chemical and Physical Properties of the Water Column:

a) Light Penetration: Increased levels of suspended particulates and turbidity in the surface

b)

d)

e)

waters near the construction site can also decrease the amount of light penetration. These
impacts would be short-term and would occur only temporarily during the construction activities.

Dissolved Oxygen: The suspended particulates introduced to the surface waters by the
placement of soil will be for the most part inorganic. Therefore, no additional biochemical
oxygen demand (BOD) should occur. In addition, the proposed action should not result in any
increased turbulence or stagnation of the surface waters to the point of affecting the dissolved
oxygen levels.

Toxic Metals and Organics: Since the fill materials used for construction would be obtained

locally, they should be similar to the soils at the existing stream crossings. Water quality data
for surface waters in the Bitterroot Valley indicates that toxic metals and organics are not
excessive or a problem. No fill material would be taken from any hazardous material site
identified in the Hazardous Material Section of the EIS.

Pathogens: There are no known major sources of viruses or pathogenetic organisms in the
project area, although livestock and wildlife waste is evident in several places throughout the
corridor. The use of clean, inorganic fill material would prevent introducing pathogens.

Aesthetics: The project would affect the aesthetics of surface water in the Valley similar to the

spring runoff conditions but at a much smaller scale. The effects would only be temporary,
localized, and occur near or just downstream of the actual construction activities. The expected
impacts are the increased suspended particulate levels in the surface waters near the
placement activity which would rapidly disperse as distance from the source increases.
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3) Effects on Biota:

a) Primary Production, Photosynthesis: The project should not substantially lower the rate of
photosynthesis and primary productivity in surface waters. As indicated in the previous section,
changes in suspended particulates and turbidity levels are expected to be localized and tempo-
rary. These conditions should not be significant enough to effect the level of dissolved oxygen
in the surface waters,

b) Suspension/Filter Feeders: Examples of collectors and filter feeders include net spinning
caddis larvae and burrowing mayfly nymphs, which capture and use organic particles
suspended in the water current. Due to the increased levels of suspended particulates and
turbidity near construction activities, these organisms would be impacted. Excessive sediment
can bury organisms, abrade their gills, and damage their habitat. However, the impacts would
be very localized and short-termed. The organisms would be expected to naturally repopulate
the area very quickly after the construction activities have been completed.

c) Sight Feeders: Sight feeders, like stonefly nymphs, rely on clear water to find their food.
Therefore, they would be impacted by the short-term, localized increases in suspended
particulates and turbidity due to the placement of fill materials. Similar to filter feeders,
excessive sediment can bury these organisms, abrade their gills, and damage their habitat.
Suspended particulates and turbidity should rapidly diminish after the actual placement of fill
materials, allowing quick recovery for sight feeders.

4) Actions Taken to Minimize Impacts: The primary actions taken to minimize impacts resulting from
suspended particulates and turbidity in the surface waters are to establish an erosion control plan.
An erosion control work plan will be selected and designed to prevent or reduce erosion and release
of sediment from construction areas. For this purpose, the Standard Erosion Control Work Plan for
the Montana Department of Transportation will be used. Temporary, site-specific erosion control
structures or practices will be selected based on best management practices (BMP’s) for highway
construction projects.

The work plan will be used to acquire a Montana Pollutant Discharge Elimination System (MPDES)
permit. The goals of the erosion control plan will be to plan the development to fit the project setting,
to avoid or minimize the extent of disturbed area and duration of exposure, to stabilize and protect
disturbed areas as soon as possible in order to keep runoff velocities low, to protect disturbed areas
from runoff, retain sediment within the corridor, and implement a thorough maintenance and follow-up
program. BMP’s used may include slope roughening, temporary seeding, mulching, erosion control
blankets, straw bales, gravel filter berms, ditches, silt fences, and settling basins.

D. CONTAMINANT DETERMINATIONS

1) Evaluation of the biological availability of pollutants in dredge or fill material:

a) Physical Characteristics: The physical characteristics of any fill or dredge materials would
have particle sizes and constituents very similar to those of the project area since the fill would
be obtained from local sources. Fill material would be clean and free of hazardous and toxic
pollutants, pathogens, and organics.

b) Hydrography in Relation to Known or Anticipated Sources of Contamination: The project
crosses many small streams, drainages, and the Bitterroot River. This presents the possibility
of contaminants from highway runoff or accidental hazardous material spills being introduced
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to surface waters. During the construction phase, storm water runoff would be controlled by an
erosion control plan. By widening the highway and improving the crossings, the potential for
accidents at these crossings would be reduced.

c) Results from Previous Testing of Material or Similar Material in the Vicinity of Project:
A detailed Hazardous Materials Assessment was performed for the US Highway 93 right-of-way
corridor.  Although areas of concern were identified throughout the project corridor, no
documented evidence of significant existing contamination was observed. The assessment
included a physical site investigation, review of public and agency records, and maps. Several
historic spills were noted but have since been cleaned up. Storage tanks exist but have not
been documented as leaking. All sources of fill material used throughout the project will have
the required environmental clearances.

d) Known Significant Sources of Persistent Pesticides from Land Runoff or Percolation:
Although there is a fair amount of agricultural activity in the project corridor, there are no known
significant point or non-point sources of pesticides present. Water quality data in the area
shows no present concern for these constituents.

e) Spill Records for Petroleum Products or Designated Hazardous Substances: The
hazardous materials assessment provides detailed information on spill records in the project
area. In summary, a diesel fuel spill occurred in 1986 at milepost 50.0, which is near a wetland.
However, the spill was cleaned up and Water Quality Bureau personnel authorized termination
of monitoring the site in 1992 when they believed residual contamination no longer presented
a threat to human health or the environment. Also in 1986, a fertilizer spill occurred at milepost
51.6 where a wetland exists. Water Quality Bureau personnel also considered this spill to be
adequately cleaned up.

f) Other Public Records of Significate Introduction of Contaminants from Industries,
Municipalities, or Other Sources: To complete the hazardous material assessment, public
records were closely examined in order to find any evidence of contaminants from these
sources. Although industries, municipalities, gas stations, and other businesses exist throughout
the project corridor, no documented evidence of significant contamination within the right-of-way
was observed in the public records.

g) Known Existence of Substantial Material Deposits of Substances that Could be Released
in Harmful Quantities to the Aquatic Environmental by Man Induced Discharge Activities:
As shown by the hazardous materials survey, substantial material deposits of substances that
could be released in harmful quantities to surface waters by construction activities are not
known to exist in the project area.

h) Other Sources of Contaminants: Other sources of pollutants that may be present in dredged
or fill materials include road salts, de-icing chemicals, and dust suppressants. FHWA research
has concluded that these sources have minimal impacts to receiving surface waters providing
standard, acceptable construction practices are followed. Vegetation and soils play an active
role in filtering, diluting, and neutralizing the pollutant levels from these sources.

2) Contaminant Determination: The material given in the Hazardous Material Assessment Report was
carefully examined and it was concluded that there is no reason to expect that any proposed fill
material would be a carrier of contaminants.

The fill material will be obtained from sources that have the required environmental clearances to
assure that no fill material with pollutants is used on project.
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An evaluation of the above information indicates that there is reason to believe the proposed dredge
or fill material is a carrier of contaminants. Therefore, the material meets the testing exclusion
criteria.

E. AQUATIC ECOSYSTEM AND ORGANISM DETERMINATIONS

1)

2)

3)

4)

5)

Effects on Plankton: Plankton will be primarily affected by changes in suspended sediments,

turbidity, and pollutant levels resulting from the construction activities. As previously discussed, these
effects will only be short-term and localized.

Effects on Benthos: The project effects on benthos were discussed in Section Ill. A. 4 of this
evaluation.

Effects on Nekton: Nektons are aquatic organisms such as fish that are able to move independently
of water current. These were discussed previously in Section Ill. A. of this evaluation.

Effect on Aquatic Food Web: Due to the proposed improvements not significantly impacting
organisms at any intermediate level of the aquatic food web, the overall, long-term cumulative effect
on the aquatic food web is expected to be insignificant.

Effects on Special Aquatic Sites:

a) Sanctuaries and Refuges: State, federal, or local agencies have not designated any wildlife
or water fowl, sanctuaries, or refuges within the project area. Therefore, none would be
impacted by the project. The closest, the Metcalf National Wildlife Refuge, is located between
Stevensville and Florence on the east side of the Bitterroot River which is well away from the
river. Therefore, this refuge should not be impacted by the proposed improvements.

b) Wetlands: The delineated amount of jurisdictional wetland acreage occurring within the study
corridor is 170.1 hectares (260.5 acres). There is a variety of wetland resources in the area.
Several extensive wetland areas are already bisected by the highway (and railroad). These
occur at Squaw Creek (mp 75 - 80), McCalla Creek (mp 63 - 66), and Fred Burr Creek (mp 54 -
56). These areas are hydrologically tied to the Bitterroot River. The highway also crosses
numerous perennial and intermittent creeks. Many of these areas are dominated by riparian
communities. Wetlands typically comprise 50 to 90 percent of these areas.

For the preferred alternative approximately 19.4 hectares (48 acres) of wetlands would be
impacted as a result of the proposed action. This amount is substantially reduced from the 36.4
to 46.9 hectares (90 to 116 acres) initially estimated for the individual "build" alternatives.
Substantial efforts have already been made to redesign the roadway alignment and grade to
reduce impacts to this significantly lower level as discussed in the EIS. Approaches to mitigate
the impacts to these wetlands will be discussed in Section Ill. E. 9.

c) Mud Flats: There are no mud flats in the project area, and the project would not create any
new mud flats.

d) Vegetated Shallows: These are areas that are permanently inundated and support rooted,
aquatic vegetation like cat-tails and sedges. These areas are generally classified as wetlands.
Approximately 36.3 hectares (89.6 acres) of wetlands in the project corridor have been identified
as vegetated shallows with rooted emergent growth. Of these 36.3 hectares (89.6 acres),
approximately 10.8 hectares (26.8 acres) would be impacted by the preferred alternative.
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e) Riffle and Pool Complexes: Riffle and pool complexes occur when the gradient of the stream
channel varies from steep to shallow. Most of the crossings associated with the highway are
in reaches of streams where the gradient is beginning to flatten out as it approaches the Valley
floor and the main stem of the Bitterroot River. There remains sufficient gradient, meanders,
and cobbles and boulders to create riffle and pool complexes. However, there are a few such
as McCalla Creek, Fred Burr Creek, and Squaw Creek that are sufficiently low in gradient and
placid as to not have riffle/pool complexes in the vicinity of the highway crossings. Whereas
bridges and other hydraulic structures will be engineered to maintain existing hydraulic
characteristics, adverse impacts on these complexes are not anticipated.

6) Effects on Threatened and Endangered Species and Their Habitat: Habitat and foraging areas

7)

8)

for two federally listed wildlife species (bald eagle and peregrine falcon) occur in or near the project
area. Waterfowl concentrations, fish populations and carrion (primarily roadkill) are abundant and
provide foraging opportunities for the eagles and falcons. Nesting habitat for the bald eagle is also
present.

A detailed Biological Assessment of the project’s impact on threatened and endangered species has
been prepared and is being reviewed by the USFWS. It indicates no adverse impacts on threatened
or endangered species are associated with the proposed action and USFWS is expected to concur.

Effects on Other Wildlife Mammals, Birds, Herptiles, Fish, Invertebrates, Candidate
Endangered Species, State Endangered Species, and Species of Special Interest or Concern
and their Habitat: A diversity wildlife habitat and use occurs in and near the study corridor. Most
outstanding is the amount of wetland and riparian habitat. These areas provide habitat for a variety
of wildlife, such as the neotropical migrant song birds, waterfowl, raptors, small mammals, and white-
tailed deer. Fox and coyote also occur within the project area. A Biological Assessment has been
prepared to evaluate the project’s impact on the wildlife in the area. A separate field study was also
conducted to specifically address deer roadkill within the project area. Although deer mortality from
vehicle collisions will likely continue, the assessment concludes there will be no adverse impacts to
wildlife resulting from the proposed action.

Two sensitive species listed by the Forest Service that could occur within the project are the bulltrout
and the westslope cutthroat trout. Impacts to these species from the proposed action were evaluated
in the Biological Assessment and were found to be negligible since they occur in upstream reaches,
well away form the project corridor.

Actions Taken to Avoid and Minimize Impacts: According to the Clean Water Act, Section 404
Guidelines, and the State of Montana’s Interagency Memorandum of Understanding (1992), permit
issuance will only be allowed for the least environmentally damaging, practicable alternatives. No
discharge of materials into wetlands or waters of the United States can be permitted if there is a
practical alternative to the proposed discharge, which would have less adverse effects to the aquatic
ecosystem and as long as the alternative did not have other significant adverse environmental
consequences. Therefore, the preferred alternative, identified in the EIS, was carefully selected to
represent the least damaging, practicable alternative.

After initial evaluations of "build" alternatives indicated wetland impacts on the order of 36.4 to 46.9
hectares (90 to 116 acres) for the 56.3 km (35 mi) corridor, it was determined by MDT and the
Interagency Wetland Group that further efforts at avoidance were required. Accordingly, the
alignment and grade of the preferred alternative were carefully re-engineered to first maximize
avoidance and then to minimize unavoidable impacts to the extent possible.
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9)

The results of this effort are commendable -- unavoidable wetland impacts have been reduced to
19.4 hectares (48 acres) for the 56.3 km (35 mi) corridor. Compensatory mitigation including 1:1
replacement of acreage and replacement or enhancement of wetland functions and values is being
developed. The hydraulic and hydrologic character of the corridor present ample opportunity for
constructing new wetlands and a successful mitigation project has already been constructed by MDT
and cooperative agencies on the Lee Metcalf National Wildlife Refuge. Efforts are currently
underway to develop a 20.2 hectares (50 acres) wetland replacement site with specific vegetation
and monitoring plans to demonstrate achievement of replacing or enhancing functions and values
lost through impacts to wetland areas resulting from the proposed action.

Additional efforts to minimize impacts to wetlands are as follows:

a) Whenever possible, steeper sideslopes and smaller fill volumes will be used for construction in
wetlands and at stream crossings.

b) Fill material will be used that is similar to the existing substrate in particle size and constituents.
Only fill material from sources with the appropriate environmental clearances will be used.

¢) MDT's Highway Construction Standard Erosion Control Work Plan will be used to identify Best
Management Practices for control of erosion and sediment transport both in areas impacted and
in nearby areas avoided.

d) All disturbed areas will be restored to an acceptable condition. This will include mulching,
reseeding, and the use of other erosion control or best management practices.

e) Lengthening of bridges or guardrail may be considered in riparian crossing areas to minimize
fill in these areas.

f) Any water pumped from inside cofferdams will go to a settling pond before it is reintroduced to
the surface waters.

g) Any unavoidable construction related to disturbances will be timed, whenever possible, to occur
during periods that will create the least damaging impacts.

Other measures will be taken to minimize environmental impacts of the proposed project. These
measures are further discussed in the EIS.

Compensatory Actions Taken to Mitigate Impacts: Although all possible action will be taken to
avoid and minimize impacts to wetlands and surface waters, some compensatory mitigation will still
be required. It is the current policy of the Environmental Protection Agency and the Department of
Army - Corps of Engineers to provide compensatory mitigation in areas adjacent or within the project
area whenever possible. After these efforts are exhausted, then off-site compensatory mitigation
should be pursued.

The over-riding concept of compensatory mitigation is to replace or mirror functions and values of
wetlands that will be unavoidably lost through the proposed action. The approach to compensatory
mitigation is being developed by MDT in concert with the Montana Interagency Wetlands Group,
which includes representatives of State and Federal agencies. The approach adopted by MDT policy
is to follow a sequence of compensatory mitigation -- to first look at developing replacement wetlands
on-site, then look at off-site opportunities, and as a last resort considering "banking" if additional
replacement is still required.
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Itis recognized that replacement of a natural wetland community is a difficult and challenging process
that requires a lengthy period of time, careful design, thorough development of vegetation plans, and
constant monitoring to evaluate the success and to modify the plans where measures have not met
with success.

While other considerations are discussed below under off-site mitigation, the key to any replacement
or enhancement option is to maintain or establish a reliable source of water to the new area. Even
though wetland hydrology is the most difficult parameter to replicate or create in newly constructed
wetlands, itis felt the prevailing conditions in the project corridor (and Bitterroot Valley) are conducive
to providing both surface and groundwater sources that can be utilized to increase the chances for
long-term success in wetland mitigation.

Surface water sources are abundant in the sireams flowing down from the Bitterroot Mountains
across the study corridor to the Bitterroot River. Groundwater also makes its way through sand and
gravel layers interspersed with clay lenses that perch the groundwaters at relatively shallow levels
throughout much of the area. It is these very conditions that have created the frequency of wetland
occurrences in the project area and the prevalence of such conditions greatly increases the chance
for successful mitigation.

An example of successful wetland mitigation has already occurred at the Lee Metcalf National Wildlife
Refuge immediately east of the project corridor. MDT and other agencies collaborated on a
successful project to create additional wetlands on the property. The result has been very successful
in replacing and enhancing functions and values lost in other wetland areas that were disturbed for
construction. Thirteen hectares (32 acres) are still available at this site as credit for compensatory
mitigation.

A description of the sequential considerations for compensatory wetland mitigation follows:

a) On-Site Mitigation: The definition used for on-site mitigation is any areas within reasonable
proximity (1.6 km [1 mi]) of a disturbed wetland area. Use of on-site mitigation has generally
been discouraged by the biological experts who studied the corridor. After much study and
collaboration, these experts agree that more wetlands in close proximity to the highway
contribute to the deer kill problem; therefore accentuating monetary losses from property
damage.

There are thin ribbons of wetlands along the borrow areas of the existing highway. These areas
are low in function and value with regard to wildlife habitat and are generally felt to be non-
consequential in relation to the deer kill problem. However, they do provide important functions
and values in terms of sediment storage, filtration, and nutrient removal from roadside runoff.
These areas occur as a natural consequence of highway construction and will likely be
recreated when new borrow ditches along the widened highway are constructed.

Proper coordination during engineering design, coupled with development of aggressive wetland
vegetation plans and a thorough monitoring program should assure the successful recreation
of many of these areas with functions and values matching existing conditions.

Another opportunity for on-site mitigation could be the enlargement of existing wetland areas
adjacent to the highway that are not directly impacted by new construction. Perennial and
intermittent water sources are common in these areas together with hydrologic, soil conditions,
and vegetation similar to the adjacent site. In most cases, it would be a straightforward matter
of purchasing additional property or obtaining land owner permission to excavate the border
areas to match elevations in the existing wetland and aggressively revegetate them with similar
plantings.
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b)

It may be possible to expand or enhance the area around sites 15, 28, 35, 38, 61, 65, 66, 69,
70, and 71, as shown on wetland maps in the EIS. Other possible areas include between
milepost 80 and 81 on the east side of the highway and old gravel pits near milepost 57,
although they would likely need to be sealed and inundated with water only to a shallow depth.
Many suitable wetland plant species are already available on site for propagation and planting.

Other opportunities for enhancement of existing wetlands exist. This could be accomplished
by improving the hydraulic flow regimes, excavation to allow greater influence of surface water,
and/or planting of additional species to provide habitat and cover. While such enhancement
does not provide for 1:1 replacement of lost areas, it can provide for improvements in the
functions and values of the wetlands in the area.

Off-Site Mitigation: Off-site mitigation is defined as greater than one mile from the disturbed
area but within or near the study corridor. For the purposes of this project, the study corridor
is approximately 3.2 to 4.8 km (2 to 3 mi) wide extending from the base of the Bitterroot
Mountain foothills on the west, eastward to the Bitterroot River. US 93 essentially bisects this
corridor through the length of the project. In looking at possible mitigation sites, it is important
to identify criteria that will contribute to successful implementation and long-term performance
for the functions and values required. Although not necessarily in order of priority, the following
criteria have been established and will be considered in selecting off-site mitigation areas:

* Land use and growth - the west side of the Valley (through which the highway passes)
has been largely developed or will be developed into subdivisions or tract development.
Figure 4-5 in the EIS shows the areas developed or platted for development sometime
in the future. Areas where the ground is not platted for development is primarily due to
its non-developable nature (floodplains or wetlands). These areas are mostly east of US
93 between the highway and the Bitterroot River.

To assure the success of off-site mitigations it will be necessary to avoid the future
development areas where the man/biota conflict is likely to occur. From Figure 4-5 in the
EIS it appears the mitigation opportunities are more prevalent near the river where the
Valley floor is flatter, the incidence of ponded surface water is greater, and large blocks
of undevelopable land are available to preserve extensive habitat and improve successful
wetland mitigation.

* Longevity - Similar to the land use and growth discussion, wetland mitigation should be
developed in areas offering the opportunity for perpetuity. Areas associated with the
floodplain of the Bitterroot River will not only be replenished by surface waters on a
continuing basis but by virtue of their location in the floodplain will be protected essentially
forever from human development encroachment.

* Groundwater - The hydrology of the study area is very unique. The water table is higher
in the summer due to irrigation than during the winter. The geologic setting and soil
stratification are conducive to perched shallow water tables that are an essential
ingredient in wetland establishment and growth. Groundwater maps are available (Figure
3-2 of the EIS) that clearly show areas of shallow groundwater. Additional drilling can be
conducted to verify the presence and availability of groundwater at a given site. This
mapping can be overlain on the land use and growth maps to quickly identify the areas
with maximum conditions conducive to successful wetland establishment.

* Distribution of "Refuge" Areas - Since wetland habitat exists throughout the Valley

corridor, it would be advisable to distribute the replacement refuge areas. This
distribution may help assure the success of mitigation efforts by utilizing a number of
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different sites to take advantage of the resources available. It would also reduce the
chances of developmental impacts affecting a large volume of wetlands all at once if the
site were in only one area.

Having already examined these conditions, project biologists feel there is substantial opportunity
for successful mitigation.

Several private land owners with suitable sites for wetland development in accordance with the
foregoing criteria have been in contact with project personnel and MDT. Additionally, a local
Land Trust organization has identified several other land owners that have interest in wetland
development.

Currently a significant wetland restoration project has just been completed at the Tucker
Crossing Ranch. This property formerly belonged to Carl Rey and was sold to Charles Schwab
who has desired to develop a portion of it as a wetlands restoration project. MDT has a formal
written agreement with the landowner and provided funding for the project. The area is
protected and preserved as a conservation easement. The project restored degraded wetlands
back to their original functions and values and created additional new wetlands with high
functions and values. Over 12 hectares (30 acres) of restored or newly created wetland areas
has been achieved.

Successful on- or off-site mitigation will require careful attention to specific design details of the
wetland areas in terms of hydraulics and hydrology, the establishment of an aggressive
vegetation plan utilizing indigenous wetland material from nearby complexes, and the
development of a thorough monitoring plan that will provide for mid-course corrections as
needed. The monitoring plan would basically allow a two to three year period to observe the
success of the vegetation plan. It would continue to monitor the successful growth and survival
over perhaps a five or even ten year period to assure the mitigation "takes" and will preserve
aquatic resources and functions and values in the long-term.

c) Wetland Banking: The last option of compensatory mitigation is the establishment of a wetland
bank. Similar in criteria, development, and establishment to the off-site mitigation described in
the foregoing section, the wetland banking would generally be considered as being outside the
project corridor and probably larger in size (acreage). Banking attempts to maximize the
mitigation and improve the efficiency of developing large areas of wetland mitigation in a single
effort.

Banking has successfully been accomplished in other areas of the Bitterroot Valley. Biologist
feel the opportunities for successful off-site mitigation are high enough that wetland banking may
not need to be considered. While MDT biologist are keeping an eye on banking opportunities
such as the Lee Metcalf Wildlife Refuge and their ability to satisfy the compensatory mitigation
requirements of several individual highway projects, the current main emphasis is on successful
development of off-site mitigation areas such as the Tucker Crossing Ranch project.

10) Monitoring of Mitigative Actions: To ensure compliance with wetlands policy and increase the
chance for successful mitigation efforts, inspections will be made by the Project Manager, MDT’s
Wetland Biologist, and other interested agency representatives before, during, and after the wetlands
replacement. These inspections are likely to occur as follows:

a) During the plan-in-hand visit prior to initiating development of the wetland.
b) At a visit made prior to the final grading for the wetlands.
¢) When the wetland is planted.
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d)

e)

f)

g)

The first full summer after the completion of the wetlands construction to determine the
preliminary success of the project.

During the next three to four growing seasons (interim inspections).

In the fourth or fifth season after establishment of the wetland area to obtain enough data and
observation to determine whether or not the mitigation has been successful (final inspection).
If not, plans can be formulated for correction or a decision made to abandon the site and try
elsewhere if solutions to assure success at the site are not apparent.

On a periodic basis to assure no adverse changes in groundwater hydrology (long-term
monitoring).

Implementation of the proposed action will also be field-reviewed during construction by various
agencies including MDT, the Corps of Engineers, the State of Montana - Department of Environmen-
tal Quality (DEQ), and the Montana Department of Fish, Wildlife, and Parks to ensure that the
construction activities will not unacceptably impact surface waters or wetlands, that additional impacts
requiring additional mitigation are not being created, and that provisions of all the permits issued are
properly being met.

F. PROPOSED DISPOSAL SITE DETERMINATION

1) Mixing Zone Determination:

a)

b)

d)

e)
f)

9)

Depth of Water at the Disposal Site: The depths of water at the disposal sites for this project
vary considerably from season to season and from one site to the next. The depth of the non-
riparian wetlands is relatively shallow (0 to 0.6 m [0 to 2 ft] deep). The depth of water at the
minor stream and drainage crossings is generally 0.3 to 1.2 m (1 to 4 ft) deep. The depth of
water at the Bitterroot River crossing can be as high as 3.0 to 3.7 m (10 to 12 ft).

Current Velocity, Direction, and Variability at Disposal Site: The current patterns and
circulation patterns associated with the disposal sites are discussed in Section Ill. B. 1 of this
evaluation.

Degree of Turbulence: Minor, localized, and temporary turbulent conditions could possibly be
created by the discharge of the fill materials into surface waters or by the temporary
construction of cofferdams or work platforms for bridge piers or abutments.

Water Column Stratification: The majority of the surface waters affected by the proposed
action are flowing, well-mixed streams and rivers. The project’s impact to stratification patterns
will be insignificant.

Discharge Vessel and Speed: This consideration is not applicable to this project.

Rate of Discharge: See Section I.E.5 of this Report.

Ambient Concentration of Constituents of Interest: Existing water quality of the Bitterroot
River and its tributaries is very good as discussed in Section 3.2 of the EIS. Accordingly, there
are no significant ambient concentrations of any constituents of interest and none are
anticipated to result from the placement of fill material.

Dredged or Fill Material Characteristics: The characteristics of the proposed fill materials are

discussed in Section lll. D. 1 of this evaluation.
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i)
)

Number of Discharges per Unit of Time: See Section II.E.5 of this Report.

Other Factors Affecting Rates and Patterns of Mixing: No other unusual factors or

consequences are expected at any disposal sites.

2) Evaluation of the Appropriate Factors in F(1) above: An evaluation of the appropriate factors

indicates that the disposal sites and sizes of mixing zones are acceptable.

3) Actions to Minimize Adverse Discharge Effects: All appropriate and practicable steps will be

taken through application of recommendation of Section 230.702 through 230.77 to ensure minimal
adverse effects of the proposed discharges. These actions are listed elsewhere in this evaluation
and in Section 4.9 the EIS.

4) Potential Effects on Human Use Characteristics:

a)

b)

d)

Municipal, Private, and Potential Water Supply: The only anticipated significant effects of

the project on water quality in the Bitterroot Valley is to increase the level of suspended
sediments and turbidity in the surface waters. However, these increases are expected to be
much less than those that naturally occur during spring runoff conditions or major rainfall events.
Neither the quantity or quality of municipal and private water supplies would be affected by the
proposed action since area water supplies come exclusively from groundwater sources.

Recreational and Commercial Fisheries: The project waters do not support harvestable fish,
crustaceans, shellfish, or other aquatic organisms that would support commercial fisheries.
However, there is some recreational sport fishing for cutthroat trout, brown trout, rainbow trout,
and other fish. Construction activities will be timed to avoid, whenever possible, sensitive
periods when fish populations could be damaged. The project could temporarily and locally
disrupt fish habitat, thus causing some short-term displacement of fish. This type of impact is
expected to be insignificant and will not have a long-term impact or a cumulative impact on the
project area’s fisheries. The EIS and the Biological Assessment discuss these impacts in more
detail.

Water-Related Recreation: Recreation fishing was discussed in the previous section.
Canoeing and boating are other water-related recreational sports taking place primarily on the
Bitterroot River. During bridge construction, some access to these activities may be temporarily
disrupted due to necessary detours.

Aesthetics of the Aquatic Ecosystem: The aesthetic value of the aquatic ecosystems in the
Bitterroot Valley is very high. Because the proposed project would involve the placement of fill
in wetlands and streams, aesthetic quality could be affected. However, effects are expected
to be short-termed and very localized. By restoring and revegetating all disturbed construction
areas and fill embankments, the new material will quickly become part of the natural landscape
and blend with the surrounding terrain. No significant impact to the value of private property
near aquatic areas is expected. Existing accesses to the river will be maintained and enhanced
where desirable (e.g., Bass Creek fishing access).

Parks, National and Historical Monuments, National Seashores, Wilderness Areas,
Research Sites, Refuges, Sanctuaries, and Similar Preserves: The project’'s impact on
these sites is fully discussed in the EIS. The only sites of importance connected with the waters
of the Bitterroot Valley are the historic site where Lewis and Clark camped on the Bitterroot near
the mouth of Lolo Creek and the Lee Metcalf National Wildlife Refuge that borders the Bitterroot
River. The proposed action will not affect these sites.
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The Bitterroot River is not currently on the federal list of Wild and Scenic Rivers or the list of
Study Rivers. The project would not affect the river in any way to diminish future eligibility for
either list.

G. DETERMINATION OF CUMULATIVE EFFECTS ON THE AQUATIC ECOSYSTEM

Cumulative impacts are the changes in an aquatic ecosystem that are attributable to the collective effect
of a number of individual discharges of dredged or fill material. Although the impact of a particular
discharge may constitute a minor change in itself, the cumulative effect of numerous such changes can
result in degradation of the water resources and interfere with the productivity and water quality of existing
aquatic ecosystems.

Past losses of wetland and aquatic resources in the area and region have resulted primarily from the direct
conversion of wetlands to developmental uses such as agricultural and residential/commercial
development. Highway improvement projects also contributed to a lesser extent to these losses up to the
time that regulations protecting wetlands were adopted and became law.

Since the time of adoption of these regulations, all federally funded projects (including nearly all
transportation projects of consequence in the area and region) have been required to first avoid, then
minimize, then mitigate for wetland impacts resulting in no net loss of wetlands and aquatic resources.
As discussed in this evaluation, the current proposal is governed by these regulations and appropriate
steps for eliminating and reducing adverse impacts have been and are being taken to the extent possible.

The primary source of adverse impacts to wetlands and waters of the United States comes from outright
loss through current development pressures and degradation of functions and values through
encroachment of new developments. Private wetlands are being filled in for projects developed locally with
private funds that currently are exempt from wetland regulations. Conversion of wetlands to agricultural
uses is another example of this situation.

More development creates more opportunity for both point and non-point sources of pollution degrading
surface water quality and threatening aquatic resources. Timber sales and increased mining activity could
create indirect adverse impacts through runoff from these areas degrading water quality.

All federally funded future actions are subject to the requirements of Section 404 of the Clean Water Act
and thus will be developed in such a way as to avoid, minimize, or effectively mitigate impacts to wetlands
and waters of the United States. This includes federally funded highway projects. It is anticipated the
breadth of wetland protection regulations will be expanded and the corresponding restrictions will be
tightened to include regulation of private and agricultural development to the point that their direct impacts
and losses of wetlands will either be avoided, minimized, or wholly compensated through mitigation.
Indirect impacts such as increased surface runoff with its attendant potential for water quality degradation
may become a further problem unless a corresponding increase in regulations governing such runoff is
adopted.

As clearly set forth in the EIS, the pressures for growth and development in the project area and region
in general result from economic conditions, market forces, affordability of land and housing, aesthetic
appeal of the area, and other conditions totally unrelated to implementation of transportation improvements.
Thus, the pressures for increased development and cumulative impacts it represents are more related to
local growth and land use issues independent of transportation or highway improvements.
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H. DETERMINATION OF SECONDARY EFFECTS ON THE AQUATIC ECOSYSTEM

These secondary effects are effects on an aquatic ecosystem that are associated with a discharge of
dredged or fill materials but do not result from the actual placement of the dredged or fill material. The
most significant secondary effect involved with this project results from surface runoff. For this reason, a
Highway Construction Standard Erosion Control Work Plan will be established to prevent surface runoff
from transporting materials that could degrade water quality.

Another secondary effect is the possibility of accidental spills of hazardous materials during construction
activities and the subsequent use of the facility. Any improvements to the existing highway that increase
capacity and reduce congestion would decrease the chance of these accidental spills resulting from the
use of the highway by vehicles transporting hazardous materials. Other secondary or indirect effects of
the project are discussed in more detail in the EIS.

If the preferred alternative is implemented, more sand and de-icing materials would be required to cover
the larger surface area (additional lanes). Therefore, sediment traps with a scheduled maintenance
program to clean the traps periodically may be constructed. A well-established vegetative cover on the
sideslopes would also help prevent sedimentation from entering the stream/wetland systems.
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SECTION IV. FINDINGS OF COMPLIANCE

A. ADAPTION OF THE SECTION 404(b)(1) GUIDELINES TO THIS EVALUATION

This evaluation is based on a conceptual and preliminary design of the project alternatives and identifies
and quantifies the environmental impacts associated with the proposed action insofar as present design
data allows. Before the project can be advanced to the design stage, the preferred alternative must be
approved and a formal design for it must be developed and approved.

Some project specific information required for the Section 404(b)(1) evaluation may not be accurately

predicted until final design plans are available.

B. EVALUATION OF AVAILABILITY OF PRACTICABLE ALTERNATIVES TO THE PROPOSED
DISCHARGE SITE WHICH WOULD HAVE LESS ADVERSE IMPACT ON THE AQUATIC ECOSYSTEM:

Section 230.01(a) of the Guidelines states "except as provided under 404(d)(2), no discharge of dredged
or fill material shall be permitted if there is a practicable alternative to the proposed discharge which would
have less adverse impact on the aquatic ecosystem, so long as the alternative does not have other
significant adverse environmental consequences." A discussion of the alternatives evaluated with respect
to this requirement follows.

The EIS clearly documents the "no action" alternative would have serious environmental consequences
and would not provide for meeting the stated purposes and needs for transportation improvements;
therefore it is not practicable.

Although implementation of a park-and-ride system has been recommended as part of the preferred
alternative to reduce traffic on the highway and provide for further encouragement of traffic reduction
measures, none of the "no build" alternatives (including park-and-ride) can meet the stated purposes and
needs for transportation improvements either individually or taken in any combination. The EIS discusses
the fact that conditions conducive to encouraging ridership of public transportation are virtually non-existent
in the Bitterroot Valley. A study of traffic reduction measures (including public transportation systems) and
public opinion surveys and responses indicate that anticipated ridership will be very low; therefore their
implementation will not suffice to meet the needs for reduced traffic congestion, increased safety, and
improved transportation efficiency (among other stated purposes and needs). Therefore, adoption of these
alternatives or combinations thereof are not practicable.

The modified 2-lane "build" alternative provides for reduced traffic congestion and improved efficiency in
localized areas. However, traffic in the opposite direction and traffic in areas where a second lane is not
added will still be congested, will still have a higher accident potential, and will not meet the other stated
objectives for transportation improvements. Although the physical dimensions of the alternative reduce the
extent of direct environmental impacts, construction of the additional lane in limited stretches actually
produces a more serious environmental consequence as drivers make the mad dash to take advantage
of the passing lane and then jockey for position as the highway narrows back from two lanes to one,
severely increasing the possibility of accidents. The capacity and safety limitations of this alternative
cannot meet the stated purposes and needs either by itself or in combination with other "build" or "no build"
alternatives; therefore it is not practicable.

Closer examination of Table 3 in this evaluation reveals a least damaging alternative resulting from the
correct combination of the four basic "build" alternatives. In essence, the alternative producing the least
direct impact to wetlands and waters of the United States at a given individual wetland site could be
adopted so the combined effect when added together would provide the least impact. This combination
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would yield a direct impact of 16.5 hectares (40.9 acres). However, this design would require a nearly
random and patchwork combination of 2-lane modified, 4-lane divided, 4-lane undivided, and 5-lane facility.
There is no practicality in accomplishing this either in meeting the stated purposes and needs or for the
adverse environmental impact resulting from the chaos this would cause in both design and highway
safety.

Dropping the 2-lane modified alternative, since it has been established it will not meet the stated purposes
and needs, examination of the remaining three principal alternatives would suggest the 4-lane undivided
alternative would then become least environmentally damaging. Indeed, adoption of the 4-lane undivided
alternative seems to be most practical in the vast rural and undeveloped areas of the project corridor and
does in most cases represent the least environmental impact.

However in developed areas requiring a higher degree of access, the 4-lane alternative creates an adverse
environmental impact in terms of access (and related social and economic impacts) and safety. Where
there is a high demand for turning movements and access in these developed areas the EIS clearly
indicates use of the 5-lane facility (4-lanes with center two-way turning lane) minimizes these environmental
impacts, increases safety, reduces congestion, and removes the barrier effect. Therefore, the 4-lane
undivided in these areas is not practicable and the 5-lane option offers the better solution, more thoroughly
meeting the stated purposes and needs, while offering an appreciable reduction in other environmental
impacts over the 4-lane undivided alternative.

Adoption of the preferred alternative with its specific elements is a direct result of assembling the
combination of least environmentally damaging and most practicable alternatives at any given location
within the corridor. Thus the preferred altemative also represents the environmentally preferred plan.
Major elements and their considerations are:

* Construction of a park-and-ride system and establishment of a transportation management
association will help reduce traffic and encourage future traffic reduction measures as the success
of this system becomes apparent and more users are enticed to take advantage of its benefits.

* Construction of 4-lane undivided highway in undeveloped and rural areas of the corridor meets the
purposes and needs while providing for minimum physical, direct, and indirect impacts on the
environment, including wetlands and waters of the United States.

* Construction of 5-lane highway in "urban" areas of the corridor is the only practicable alternative to
meet the stated purposes and needs and minimize environmental impacts.

* The adoption of restrictive access control policies in conjunction with 4-lane segments and permissive
access control policies with 5-lane segments will discourage further growth and development of
undeveloped and agricultural lands (resulting in reduced adverse environmental impacts to wetland
areas) and encourage densification of existing developed areas where such growth can be safely and
acceptably accommodated by existing facilities.

* Realignment of the highway at Silver Bridge will allow a better stream crossing, reducing adverse
hydraulic impacts presently occurring (negatively affecting aquatic resources) and providing increased
safety through elimination of substandard curvature and restricted horizontal and vertical clearance.
Similarly, adoption of the Bass Creek Hill realignment physically pulls highway improvements
westward away from wetland areas avoiding impacts altogether.

Development of the preferred alternative has been made after considerable public involvement, lengthy
coordination and interaction of Interdisciplinary Team members (some of whom are specifically charged
with protection of wetlands and waters of the United States), and approval from Advisory Committee
members who are chosen representatives of local civic and citizen groups. The charge to each of these
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entities was to examine the impact studies related to proposed improvements in the transportation corridor
and come up with the most practicable, least environmentally damaging alternative. This has been done
through development and recommendation of the preferred alternative reviewed in this analysis and set
forth in the EIS.

Furthermore, the preferred alternative has been carefully engineered first to avoid impacts to wetlands and
waters of the United States (a reduction of over 50% from initial preliminary engineering), secondly to
minimize the impacts through the application of such techniques and criteria as can be applied without
jeopardizing safety, and lastly to provide a specific plan for compensatory mitigation -- sequentially looking
at on-site/off-site replacement, and banking (if necessary).

C. COMPLIANCE WITH APPLICABLE STATE WATER QUALITY STANDARDS

Provided that the following permits were issued, the project would be in compliance with the State Water
Quality Standards:

1) A Montana Stream Protection Act Permit (124 permit) must be issued by the Department of Fish,
Wildlife, and Parks of the State of Montana (MFWP). The purpose of the permit is to protect and
preserve fish and wildlife resources in their natural existing state. MFWP will examine application
information including projected impacts and determine if the proposed action can be approved.
Issuance of the permit constitutes compliance.

2) A short-term exemption from Montana’s Surface or Water Quality Standards (3a authorization) will
be required. The Montana DEQ will issue this permit. The purpose of the law is to protect water
quality, minimize sedimentation, and provide short-term exemptions from water quality standards to
certain activities carried out in accordance with conditions prescribed by Montana DEQ. Approval
of the application (outlines impacts) and issuance of the permit constitutes compliance.

3) The Montana Floodplain and Floodway Management Act will require Floodplain Development permits
issued by the Floodplain Administrators for Ravalli County and Missoula County. The purpose of this
law is to restrict floodplain and floodway areas to uses that will not be seriously damaged or present
a hazard to life if flooded; thereby limiting the expenditure of public tax dollars for emergency
operations and disaster relief. Application for the permit provides specific engineering information
to evaluate impacts and approval of the application and issuance of the permit constitutes
compliance.

4) The project will require a Montana Pollutant Discharge and Elimination System permit from the
Montana DEQ. The purpose of this law is to minimize soil erosion and sedimentation; therefore
maintaining water quality and protecting aquatic resources. Specific plans for stormwater pollution
prevention are developed and submitted for review by Montana DEQ, demonstrating how and where
best construction management practices will be used to minimize adverse impacts to aquatic
resources. Approval of the plan and establishment of such additional conditions as may be
necessary through issuance of the permit constitute compliance.

5) Section 401 of the Clean Water Act requires the Montana DEQ certify that any discharges into State
waters comply with water quality standards before Federal permits or licenses are granted. The
purpose of this law is to restore and maintain the chemical, physical, and biological integrity of
Montana’s surface waters. Montana DEQ will review plans for construction of a given project as well
as reviewing the status of other permits requested from and issued by other agencies before
approving the proposal. Issuance of the permit constitutes compliance.
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In all cases, review of proposed plans and possible impacts associated with implementation of the
proposed action may require agencies to request modification of the design, implement mitigation
measures, or meet other specified requirements before compliance is achieved through permit issuance.
Strict adherence to the permits and their associated provisions and conditions constitute compliance during
construction and after for the life improvement. Unapproved deviations or non-adherence to these
conditions would constitute non-compliance with the law, requiring the owner to take corrective action or
face associated penalties or civil action.

As long as acceptable construction practices and design procedures are followed, the acquisition of these
permits should be fairly routine. Best management practices will be identified using MDT’s Highway
Construction Standard Erosion Control Work Plan to ensure compliance with the State of Montana’s
Pollutant Discharge Elimination System regulations.

The EIS further discusses the project relative to the State of Montana’s Water Quality standards.
Contractors will be required to strictly adhere to the provision of all permits and regulations.

The project is in compliance with the following federal water quality standards:

a) Clean Water Act, as Amended (Federal Water Pollution Control Act), 33 USC 1251 et seq:
The project is in compliance. Although Section 404 permit processing has not be initiated,
FHWA has already been in contact with the US Army Corps of Engineers and the US
Environmental Protection Agency and early coordination is allowing proper planning to meet all
requirements.

b) Fish and Wildlife Coordination Act, as Amended, 16 USC 661, et seq: In compliance. The
Montana Department of Fish, Wildlife and Parks and the US Fish and Wildlife Service were
contacted and their comments have been incorporated into the EIS.

c) Floodplain Management (Executive Order 11988): In compliance. The project will be design

to not have significant effects on floodplains.

d) Protection of Wetlands (Executive Order 11990): In compliance. The project will involve
work below the highwater line but appropriate measures to first avoid, then minimize, then
compensatorily mitigate impacts have been established. An only Practicable Alternative Finding
has been issued in the Final EIS.

The following federal water quality standards are not considered to be applicable to this project:

a) Coastal Zone Management Act, as Amended, 16 USC 1531, et seq.. This Act is not
applicable because the project area does not involve a coastal zone.

b) Estuary Protection Act, 16 USC 1221, et seq: This Act is not applicable because the project
does not involve an estuary.

c) Federal Water Project Recreation Act, as Amended, 16 USC 460-1(12) et seq: This Act is
not applicable because the project is not considered to be a water recreation project.

d) Marine Protection, Research, and Sanctuaries Act, 33 USC, 1401, et seq: This Act is not
applicable because the project does not involve the discharge of materials into the ocean.

e) Rivers and Harbors Act, 33 USC, 401, et seq: This Act is not applicable because the project
would not place obstruction in a navigable waterway.
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f) Watershed Protection and Flood Prevention Act, 16 USC 1101, et seq: This Act is not
applicable because the project does not involve the construction of dams in an upstream
watershed.

D. COMPLIANCE WITH APPLICABLE TOXIC EFFLUENT STANDARD OR PROHIBITION UNDER
SECTION 307 OF THE CLEAN WATER ACT

Section 307 of the Clean Water Act imposes effluent limitations or prohibitions on discharge of materials
containing toxic pollutants into surface waters, specifically aldrin/dieldrin, several DDT compounds, endrin,
toxaphene, benzidine, and polychlorinated biphenyls (PCB). The project will not discharge any of these
specified toxic pollutants; therefore it will be in compliance with Section 307 of the Clean Water Act.

E. COMPLIANCE WITH ENDANGERED SPECIES ACT OF 1973, AS AMENDED

A biological assessment (BA) has been prepared for this project that addresses impacts to threatened and
endangered species. The BA concluded that the project would not adversely affect the endangered bald
eagles or peregrine falcons that occur in and near the project area. The US Fish and Wildlife Service has
reviewed the Biological Assessment and has issued concurrence.

F. COMPLIANCE WITH SPECIFIC MEASURES FOR MARINE SANCTUARIES DESIGNATED BY THE
MARINE PROTECTION, RESEARCH, AND SANCTUARIES ACT OF 1972

Due to the fact that this project does not involve the ocean, this act is nonapplicable.

G. EVALUATION OF EXTENT OF DEGRADATION OF THE WATERS OF THE UNITED STATES

Each of the following sections have previously been discussed in this evaluation. The following statements
represent the conclusions of these discussions.

1) Significant Adverse Effects on Human Health and Welfare: This project will not adversely affect
municipal or private water supplies, recreation and commercial fisheries, aesthetics, or water-borne
disease rates. Although temporary water quality degradation associated with turbidity and
sedimentation would occur during construction, no long-term adverse impacts on water quality or the
human environment are anticipated.

2) Significant Adverse Effects on Life Stages of Aquatic Life and Other Wildlife Dependent on
Aquatic Ecosystems: Short-term temporary disruption to wildlife habitat, benthos, invertebrates and
vertebrates, photosynthesis, plankton, and sight feeders are expected to result from the turbidity and
sedimentation caused by construction. However, this project would not significantly or adversely
produce long-term effects on the life stages of aquatic organisms or other wildlife dependant upon
aquatic ecosystems.

3) Significant Adverse Effects on Aquatic Ecosystem, Ecosystem Diversity, Productivity, and
Stability: This project would not produce significant adverse effects on the diversity, productivity, or
stability of the aquatic ecosystems in the project area.
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4) Significant Adverse Effects on Recreational, Aesthetic, and Economic Values: This project
would not have a significant adverse effect on the recreational, aesthetic, or economic value of any
waters of the United States or aquatic ecosystems in the project area.

H. APPROPRIATE AND PRACTICABLE STEPS TAKEN TO MINIMIZE POTENTIAL ADVERSE
IMPACTS OF THE DISCHARGE ON THE AQUATIC ECOSYSTEM

The measures taken to minimize the adverse impacts of the discharge on the aquatic ecosystems have
previously been described in this evaluation. To summarize, the most significant impact of the proposed
project would be erosion of disturbed areas producing increased levels of suspended sediments and
turbidity in the surface waters. To minimize these adverse impacts during and after construction, a
Highway Construction Standard Erosion Control Work Plan will be established to identify and assure
implementation of Best Management Practices. General steps to minimize adverse impacts include:

1) Ensure that the project conforms to the natural existing characteristics of the aquatic ecosystem and
surrounding terrain.

2) Limit the duration and the area of disturbed land.
3) Restore and reseed the disturbed areas immediately after construction.

4) Control storm runoff by reducing velocities, retaining sediments, and properly maintaining erosion
control features.

5) Ensure proper maintenance of erosion control structures and methods.

6) Time disturbances of the aquatic ecosystem to avoid sensitive periods such as breeding, migration,
etc.

7) Emphasize the avoidance and minimization of impacts to wetlands before the mitigation of wetlands.

8) Assure perpetuation of wetland functions and values.

9) Employ additional measures as discussed in detail in the EIS.

. CONCLUSIONS

On the basis of the guidelines, the proposed disposal sites for the direct discharge of dredged or fill
material is specified as complying with the requirements and the guidelines, with the inclusion of
appropriate and practicable conditions to minimize pollution or adverse effects on the aquatic ecosystem.
These conditions are discussed in Section H above.
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SECTION V. EVALUATION RESPONSIBILITY

Prepared By: Forsgren Associates, Inc. for FHWA and MDT
Date: May 1997

Reviewed By:

Date:
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MISSOULA BOARD OF COUNTY COMMISSIONERS
__COUNTY 200 W BROADWAY 5T
‘ MISSOULA MT 59802-4292
. PHONE: (406) 721-5700
ElVED BCC-96-355 FAX: (406) 721-4043
| MASTER FILE]
ENVIRONMENTAL 3 . [ JDESY
Mr. Joel Marshik, Manager-Environmental Services 5
Montana Department of Transportation (9 : “t“"l""’t"
Box 201001 Q Ll

Helena, MT 59620-1001

Dear Mr, Marshik:

I would like to voice my whole hearted support for the preferred alternative identified in the
Draft EIS for US-93, between Hamilton and Lolo.

It will certainly take creative approaches like TDM, formation of a Transportation
Management Association, bicycle/pedestrian facilities, and access management to address the
transportation problems in the Bitterroot. But it will also require a four lane highway.
Anybody who believes the safety problems can be addressed withour dealing with the
congestion is just kidding themselves.

Please move forward as quickly as possible.

Sincerel

arbara Evans, Commissioner

BE{gb

COUNTY s

OF

RAVALLI

July 9, 1996

‘Winston Dyer, PE
PO Box 1032
West Yellowstone, MT 59758

Dear Mr. Dyer,

Please be advised that the BOARD OF RAVALLI COUNTY COMMISSIONERS does
hc.reby support the Department of Highway's decision to construct a four lane highway
with a portion of the highway having five lanes providing a turn lane.

We appreciate your diligent work and effort on this Highway 93 project.

Sincerely,
BOARD OF RAVALLI COUNTY COMMISSIONERS

/ s *:i i
ohn M. Atthowe, Member




Ravalli County Road Department

244 Fairgrounds Road ® Hamilton, Montana 59840
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Jim wWeaver

District Engineer

2100 W. Broadway
Missoula, Montana 59801

EN\HRONM;:N rAL

RE: Highway 93 Hamilton to Florence - Proposed Widening
Dear Jim

As | suppose you knaw, we had two more fatalities over the Fourth of July
weekend on Highway 93.

Obviously, there is & desperate need to widen snd improve this stretch of
Highway. The traffic is excessive and intersections with our County roads
are frequent sccident sites.

This Departmant whole heartedly supports the preferred alternatiive for
widening and impreying Highway i Ravalli County.

OFFICE OF THE SECRETARY
Office of Envi tal Policy and Compli
Denver Federal Center, Building 66, Room 1003

P.O. Box 25007 (D-108)
Denver, Colorado 80225-0007

RECEIVED
JuL 08 1998

ENVIRONMENTAL

ER 96/362

Mr. Joel Marshik, PE

Manager, Environmental Services
Montana Department of Transportation
2701 Prospect Avenue

P.O. Box 201001

Helena, Montana 59620-1001

Dear Mr. Marshik:

United States Department of the Interior

ASTER - .
CoPy

July 3, 1996

0 [fell

The Department of the Interior has reviewed the Draft

Environmental Impact Statement for Project No. NH 7-1(64)49,

Highway 93 - Hamilton to Lolo, Contrel # 2315, Milepost 49.0 to

Milepost 83.2, Ravalli and Missoula Counties, and has no

comments.

Sincerely,

Stz . W

Regional Environmental Officer

jﬁ{Robert F. Stewart



G By Ty Coantry
” US 93 HAMILTON TO LOLO MONTANA
RESPONSES TO COMMENTS ON DRAFT ENVIRONMENTAL IMPACT STATEMENT

MONTANA HOUSE OF REPRESENTAT ['ﬁmgf{ﬁ FILE :
COPY f Letter From: Montana House of Representatives
e Author: Representative Bill Carey
REPRESENTATIVE BILL CAREY iR Dated: July 19, 1996
HOUSE DISTRICT &7 HUMAN SERVIES $AGING._
HELENAADORESS : STATE & FEDERAL
CAPTOL BUILDING RECEIVED Qaa; M @ Run off the road accidents by sleepy or inattentive drivers have been a concern of
m‘mﬁ:&m 08 j & : highway engineers for many years. Research conducted nationally, in other states, and
; JuL 228 Q/ / in Montana indicates that the number of run off the road accidents can be substantially
’;’;’;‘m STREET reduced through the use of rumble strips on the shoulders. Research has also been
MISSOULA, MONTANA. 596014036 ENVIRONMENTAL conducled into accommodation of bicycle and pedestrian facilities on highways.
PHONE: i FR1-6008 References for all these studies is available from MDT on request.
July 19, 1996
The Montana Depariment of Transportation has issued a Management Memo 96-01
(effective 3/01/96), which recognizes the need to provide for safety and yet be compatible
Hamilton/Lolo DEIS Comment with the needs of bicyclists utilizing the same transportation facility. This policy was
c/o Joel Marshik ) adopted following a public invelvement effort that demonstrated strong public support for
MT DOT rumble strips on Montana's rural highways. It also reflects input from bicyclists who
P.0. Box 201001 suggested changes such as the reduction in strip width from 16 inches to 12 inches.
Helena, MT 5 1001 The resulting policy is that rumble strips will be milled into asphalt shoulders to provide
for safety and the remainder of the shoulder will be left unchanged and will be swept as
Dear Mr. Marshik: needed considering bicycle usage and other maintenance activities.
- . Py : The rumble strips are to start 6 inches outside the fog stripe (the white line separating
1 am writing with regard to the Department of Transportation's plans to rumble strip travel lane from shoulder) and will be 12 inches wide and % to % inches deep. The
Highway 93 from Lolo to Florence.

individual rumble strips are on 12 inch center to center spacing. On National Highways

. . T isk and. for this and other they are discontinued across the full width of all public and private road approaches and
Why is this necessary? Rumble strips put the lives of bicyclists at risk and, for can be eliminated in “urban" areas based on a case-by-case basis of engineering

reasons, make for a very unpleasant ride. I think we need to get beyond a "technical Mhatont
requirement” to what riding a bike on a rumble-stripped highway is really Jike.
. For this project, the rumble strips will only occupy the first 1% feet of shoulder width,

Surely, if we put our minds to it, we can find a better wayto protect motorists as well as leaving 6% feet of smooth shoulder available for pedestrian and bicycle activity. In this
i b manner, design for the improved facility can provide both enhanced safety and
cyclists. accommodation for these altemative modes of transportation.
Sincerely, : ; . :
MDT designers will work closely with bicycle experts/groups/organizations on the setup
" of pedestrian/bicycle faciliies when and if recommended corridor transportation
ﬁ;/v Improvements are approved for design.
Bill Carey

ce: Gayl Teichert



Montana Department
of

Fish, Wildlife REOBAIE
JuL 19 13%

ENVIRONMENTAL

Missoula, MT 59801
July 11, 1996
Joel Marshik, PE ik 9
Montana Department of Transportation .
PO Box 201001 a ,e/,g
Helena, MT 59620-1001 2
Dear Mr. Marshik:

These comments are in reference to the Hamilton to Lolo DEIS for
U.S. Highway 93. The department manages eight fishing access sites
{chief Looking Glass, Florence Bridge, Poker Joe, Bass Creek, Bell
Crossing, Wood Lot, Tucker Crossing, and Woodside Bridge) along the
Bitterroot River. Highway 93 is the main travel corridor that
provides access to these sites either directly or indirectly. The
following is a list of the concerns regarding these sites:

1. As you know, signs are expensive to réplace and maintain. Five
of the eight FAS sites have directional signs within the highway
right-of-way. We would like to request that great care be given to

these signs as they get moved and relocated as a result of the road -~

construction. We can't stress the importance of this enough as
past projects have often damaged our signs by carelessness of the
contractor. *

2. often times construction workers camp at our sites during a
highway project. The only FAS site of the eight that we allow
camping is Chief Looking Glass and there we allow only a 7 day camp
1imit within a 30 day period. We also charge a $5.00 per night per
camp unit fee. This will be strictly enforced.

3. If any of our toilet facilities are used by the construction
workers during the project period, a licensed toilet pumper should
pe hired to empty the vault when the project is over.

4. Bass Creek FAS is the only site that accesses directly onto Hwy
93, I would hope that the approach to our FAS site will be paved
to the right-of-way line to facilitate safe egress.

I would assume that written comments will be addressed in your
pecision Notice and become part of the final EIs. If you have any
questions regarding these comments, please call at 542~5517.
Thanks for the opportunity to comment.

%e?h‘{.

ee stian

Regional Park Manager

ﬂ’/‘/u’/x,;/f)

Y Skl
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US 93 HAMILTON TO LOLO MONTANA

RESPONSES TO COMMENTS ON DRAFT ENVIRONMENTAL IMPACT STATEMENT

Letter From: Montana Department of Fish, Wildlife and Parks

Author:

Dated:

®

Lee Bastian, Regional Park Manager
July 11, 1996

These comments have been duly noted and passed on to the Montana Department of
Transportation’s Preconstruction Section for consideration in any formal designs and/or
actual construction that may arise out of implementation of recommendations in this
document.

Additionally, a preconstruction coordination meeting is usually held prior to initiation of any
construction or highway improvements. Montana Fish, Wildlife and Parks should be
advised to track project progress and attend preconstruction conferences that are held
prior to construction to assure these items are properly addressed with construction
personnel.

The preliminary design for proposed improvements does include an access at the Bass
Creek Fishing Access Site since it is considered as a "public approach.” It will be paved
to the right-of-way line.
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o, UNITED STATES ENVIRONMENTAL PROTECTION AGENCY
e REGION VIil, MONTANA OFFICE
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FEDERAL BUILDING, 301 S. PARK, DRAWER 10036
HELENA, MONTANA 653626-0036
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Ref: 8MO
July 15, 1986

Mr. Joel Marshik, P.E. .
Montana Department of Transportation
P.0. Box 201001

Helena, Montana 55620-1001

Re: Draft Environmental Impact
Statement, U.S. Highway 93,
Hamilton-Lolo, Montana

Dear Mr. Marshik:

In accordance with our responsibilities under the National
Environmental Policy Act (NEPA) and Section 309 of the Clean Air’
Act, the U. S. Environmental Protection Agency, Region VIII,
Montana Office (EPA) has reviewed the Draft Environmental Impact
Statement (DEIS) for U.S. Highway 93, Hamilton to Lolo, Montana.

We commend the Federal Highway Administration, Montana

(o

ASTER Fl
CoPY

g e
;16%(

Department of Transportation, and your consultant Forsgren & @

Associates for preparing a well organized and informative DEIS.
The wetlands impact analysis is one of the better ones we have
seen. We are pleased that efforts have been made to avoid and
minimize impacts to wetlands along the highwa.y corridor.

The EPA does not object to the preferred alternmative. We
agree that improvements to the highway along the existing
corridor are preferred over new valley alignments. We
particularly like the recommendation to construct park and ride
lots and establish a Transportation Management Association (TMA)
to manage the park and ride system and promote traffic reduction
measures.

We are concerned, however, about the secondary or indirect
effects of the preferred alternative. Indirect effects include
growth inducing effects and other effects related to induced
changes in the pattern of land use, population density or growth
rate and related effects on air and water and other natural
systems, including ecosystems.

It is important that a comprehensive environmental analysis
of proposed highway improvements include a detailed analysis and
disclosure of the indirect effects. This is particularly
important for the Hamilton-Lolo project since it is stated in the
DEIS that the m inlen

®

®

Frinted on Recycled Psper - -

i
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US 93 HAMILTON TO LOLO MONTANA

RESPONSES TO COMMENTS ON DRAFT ENVIRONMENTAL IMPACT STATEMENT

Letter From:  United States Environmental Protection Agency

Author:

Dated:

®

®

John F. Wardell, Director Montana Office
July 15, 1996

The support of Environmental Protection Agency (EPA) as a member of the Interdisciplin-
ary Team and assistance in preparing the Environmental Impact Statement (EIS) is
gratefully acknowledged. Input from the EPA and other interested agencies has been a
primary factor in conducting a thorough study and organizing the effectual presentation
of information, including wetlands.

Eachindividual section of Chapter 4.0 - Environmental Consequences sets forth what can
reasonably be foreseen as the indirect, secondary or cumulative impacts associated with
any of the proposed improvements on the particular area of interest being addressed by
that section. Such impacts are often difficult to predict exactly although many can be
derived intuitively. Therefore a range of opinions (differing intuitions) is sometimes
expressed about what these impacts may actually be.

The EIS has identified these types of impacts as best foreseen by those who have spent
considerable time and effort in studying the corridor and who have also had experience
with similar situations elsewhere. A recurring conclusion relative to area growth, as set
forth in the following paragraphs, indicates a degree of consensus among the experts that
growth of the area is and will remain a result of many factors: land availability and
cost/value, economy, availability of goods and services (nearby Missoula is definitely an
attractor), aesthetic appeal, schools, taxes, etc. - of which transportation facilities are only
a small part.

Accordingly, improvements to transportation facilities will have a proportionate (small part)
effect on the indirect, secondary and cumulative impacts but will not, as some suggest,
be the primary factor or anything close to it.

The Traffic Study, Land Use Report, and other studies conducted for the EIS all indicate
that the projected growth of the area and corresponding increase in traffic will occur
regardless of whether improvements to the transportation facility are made. Indeed, both
the population projections and the growth projections have been made on statistical
analysis of past growth in the area, which is completely independent of the condition of
the transportation facilities.

The EIS has addressed the issue of potential secondary growth in the "Future Population
Growth" subsection of 3.13 - Social, in Section 4.13 - Social, and in Section 4.15 - Land
Use. Discussion indicates that such growth commonly occurs when new transportation
facilities are constructed in areas that have none or are constructed in such a manner as
to attract traffic away from other possible routes in the area. National experience has
shown that whers transportation facilities already exist and where there are no other
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highway improvements are population growth and associated land
use changesg (page 4-60). i

While we recognize that rapid growth is occurring presently
in the Bitterroot Valley, and the proposed highway improvements
are a response to this growth, we believe highway improvements do
influence the timing and location of growth to a greater extent
than is implied in the DEIS. We believe additional analysis and
disclosure of the potential for the preferred alternative to
induce or hasten land use changes and growth rates, that may
result in adverse effects to environmentally sensitive areas such
as wetlands, streams, riparian areas, floodplains, and wildlife
habitat, should be included in the FEIS.

We note that a draft Ravalli County Comprehensive Plan
(April 1994) is referenced in the DEIS (pages 1-16 and 1-31). It
is surprising to EPA, given the intense local interest in growth

issues, that Ravalli County has not developed a final @

Comprehensive Plan. The preferred highway transportation
alternative should be consistent with the Ravalli Comprehensive
Plan that is finally adopted. The DEIS does not indicate when ..«
the Ravalli Comprehensive Plan may be finalized.

We concur with the suggestion at the bottom of page 4-60 of
the DEIS that local governments should develop and enforce local
land use plans rather than leaving such planning to the State
Department of Transportation through highway planning. Perhaps
development of the final preferred alternative in the FEIS should
be deferred until the Ravalll Comprehensive Plan is finalized,

otherwise the highway will drive the land use plan rather than @

the preferred method of the local land use plan establishing
ocbjectives for the highway. We encourage Ravalli County to
develop a Final Comprehensive Plan to encourage new development
within existing communities and discourage development in rural
agricultural and environmentally sensitive areas.

The EPA supports the MDT and FHWA proposal to use access
control in the preferred alternative to the greatest extent
possible to promote compact development within existing
communities rather than strip development, and to discourage
induced development in environmentally sensitive areas such as
wetlands, riparian areas, floodplains, important wildlife
habitat, and in prime and unique farmland. We commend the MDT
and FHWA for including access control in the preferred
alternative.

Rdditional discussion of our concerns and recommendations
regarding indirect or growth related effects as well as our more
detailed comments, questions, and concerns regarding the
analysis, documentation, or potential environmental impacts of
the U.S. Highway 93, Hamilton to Lolo, Montana project DEIS are
enclosed for your review and consideration as you complete the
Final Environmental Impact Statement (FEIS).

routes or choices for alternative travel, then improvements to facilities generally affect only
the rate of growth depending on whether access to adjacent properties is facilitated or
denied.

Section 4.15 - Land Use discusses the effects of an improved commute in the section on
cumulative impacts. This discussion points out that there is a physiological *maximum”
commute time and the net effect of the proposed action could be to push development
pressure further southward in the project corridor than presently exists due to the reduced
commuting time. Statistical information from surveys is then discussed that predicts a 10
km (6.2 mile) extension of the commuting range which would densify existing residential
development in this "bedroom" community sector and possibly accelerate pressure to
convert undeveloped land to residential use.

Discussions in the land use section point out that while an improved facility may have an
impact on the rate of growth and the areas in which it is expected to occur, transportation
improvements will not create additional growth beyond that projected for the "no action”
alternative.

Lastly, discussions with local planning officials regarding the growth issue have indicated
a definite expectation that growth in the area will hit a maximum ceiling beyond which it
is non-sustainable. Discussion in the future land use section of Section 4.15 - Land Use,
sets forth the anticipated checks and balances to growth resulting from availability of
construction, labor, materials, and also increases in land values that result from strong
growth. The planning office feels these factors will help control growth to keep it within
the range projected in the EIS whether or not improvements to transportation facilities are
made.

Given these conditions, secondary/indirect/cumulative impacts identified in the EIS are
reasonably portrayed and adequately disclose the type and degree of such impacts to be
expected. .

It is the responsibility of any transportation planning to be consistent with local land use
plans of which the Ravalli County Comprehensive Plan is a good example. The proposed
policies in the land use plan are well known; a draft of the document has been in public
circulation for over two years. Extensive public involvement by the County has been held
on the draft plan that has helped to solidify issues and more clearly identify the policies
that will be enacted as a result of adoption of the Comprehensive Plan.

The County Planning Office indicates further public involvement will be conducted and
final adoption of the plan may be a year or more away. It is felt the EIS will be consistent
with the County Plan since the probable elements and policies that will affect transporta-
tion planning are now adequately known and publicly supported. Additionally, the County
Planner is a sitting member of the Citizens Advisory Committee used to help steer
development of the EIS and the County Commission has written a letter indicating full
support for the preferred alternative.

The concerns and recommendations contained in the additional discussion have been
duly noted and incorporated into the final EIS insofar as applicable and practicable.



Based on the procedures.EPA uses to evaluate the adequacy of
the information in the EIS and the environmental impacts of the
proposed action and alternatives, the DEIS for the U.S. Highway
93 Hamilton to Lolo project will be listed in the Federal
Register in category EC-2 (environmental concerns, insufficient
information) .

This category indicates that EPA has identified areas of
potential impacts, specifically concerning indirect impacts, and
the preservation of environmentally sensitive areas, which should
be mitigated in order to fully protect the environment. The EPA
believes additional analysis and disclosure of the potential for
the preferred alternative to induce or hasten land use changes (:)
and growth rates, that may result in adverse effects to :
environmentally sensitive areas such as wetlands, streams,
riparian areas, floodplains, and wildlife habitat, should be
included in the FEIS. .

The EPA appreciates the opportunity to review and comment on
the DEIS. If we may provide further explanation of our
concerns please contact Mr. Steve Potts of my staff in Helena at. .
(406) 441-1140 ext. 232. Thank you for your consideration.

Sincerely,

o . Wardell,

Director
Montana Office

Enclosure

cc: Carol Campbell, EPA, 8EPR-EP, Denver
Jeff Ryan, MDEQ-WQD, Helena
Dale Paulson, FHWA, Helena
Bob McInerney, COE, Helena
Candace Thomas, COE, Planning Division, Omaha
Kemper McMaster, USFWS, Helena



DEPARTMENT OF THE ARMY
CORPS OF ENGINEERS, OMAHA DISTRICT
215 NORTH 17TH STREET
OMAHA, NEBRASKA 681024978

REPLY TO July 12, 1996

;‘Ianing Division REC E‘V ED
JUL 22 1936
ENVIRONMENTAL

Mr. Joel Marshik, PE, Manager - Environmental Services
Montana Department of Transportation

2701 Prospect Avenue

P.O. Box 201001

Helena, Montana 59620-1001

Dear Mr. Marshik:

Omaha District has reviewed the Draft EIS conceming the Hamilton to Lolo U.S. Highway
93 Project (Project No. NH 7-1(64)49). The following comments are provided for your use in
preparation of the Final EIS.

As noted on page S-6, detailed wetland mitigation plans and locations need fo be @
developed and approved before a permit decision can be made by the Corps of Engineers.

Page 3-36, last sentence before Figure 1-10: This should state that there has been a 200
percent increase in deer-vehicle collisions. ( “Increase” is that amount over and above some
base quantity. The increase is double, or 200 percent of that base.) @

If you have any questions, please contact Dwight Olson, (402)221-4628.

Sincerely,

Candace M. Thomas
Chief, Environmental Analysis Branch

Planning Division

Printed on @ Recyched Paper

US 93 HAMILTON TO LOLO MONTANA
RESPONSES TO COMMENTS ON DRAFT ENVIRONMENTAL IMPACT STATEMENT

Letter From: Department of Army Corps of Engineers Omaha District
Author: Candace M. Thomas, Chief Environmental Analysis Branch
Dated: July 12, 1996

@ MDT is intimately involved with the Corps of Engineers with regard to wetland mitigation
p!ann!ng for the proposed improvements. A draft 404 Permit has been prepared and
submitted for review. Specific details of the proposed mitigation site and its components
have been developed and forwarded to the agency for review. The development and
eventual approval of these mitigation plans is on a separate track being handled by
:;presantz:ltives g ;Environmantal Services Bureau of MDT and will be accomplished

ncurrently with final development and completi i
Fosksanaly Ml sy p pletion of the Environmental Impact

® Corrected as noted.



=, To: Joel Marshik, PE, Manager Environmental Services
E Montana Department of Transportation
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From: Friends of the Bitterroot, Inec. RECE]VED g :, 2
P.0. Box 442 y 23/

US 93 HAMILTON TO LOLO MONTANA
RESPONSES TO COMMENTS ON DRAFT ENVIRONMENTAL IMPACT STATEMENT

Hamilton, Montana 59849 JUL 23 1996
pate: July 19, 1996 Letter From: Friends of the Bitterroot, Inc.
: ENVIRONMENTAL Author: James Olsen, President
Subject: Comments on Project # NH 7-1(64)49 Dated: July 19, 1996

U.58. Highway 93 - Hamilton to Lole
Control # 2315

Milepost 49.¢ to Milepost 83.2
Ravalli and Missoula Counties

praft Environmental Impact Statement (DEIS)

(Responsible agencies)
U.S5. Dept. of Transportation
Mt. Dept. of Transportation

Dear Mr. Joel Marshik:

Friends 6f the Bitterroot (hereinafter FOB) appreciates the
opportunity to submit these comments on the DEIS for Praject # NH
7-1(64)49 regarding proposals for improving the U.S, Highway 93
corrider — Hamilton te Lolo. _ -

The DEIS's proposal is a significant action, requiring the preparation
of an environmental impact statement under applicable federal and
state laws and regulations. E

FOBR is greatly concerned that the comment period for this proposal is
of such limited duration when one considers the overall duratiom,
severity, complexity, and societal implications of the potential (:)
impacts on the Bitterroot Valley and its residents. "

The issues presented in the DEIS are complex and far-reaching in
nature, and we question if the affected publics have truly been

"adequately informed” of the implications of the DEIS's proposed
action, .

The Ravalli Republic newspaper in an "opinion" article by editor Rob
Breeding, dated July 18, 1996, stated that “"officials at the last
round of public hearings in June said they'd still consider public
input received after the July 19 deadline.™

We applaud the willingness of the responsible agencies to continue to
accept comments from the concerned publics atter the published .
deadline. FOB and/or.its members will likely avail themsalves of the
option to submit additional comments and concerns in addition to this
current submisaion.

We support the Missoula Transportation Management Association and
appreciate your efforts to work with this group. @

PAGE 1

At the request of Friends of the Bitterroot, Inc. (FOB) and a few other individuals, the
comment period was publicly extended by announcement in the public hearings that input
would be taken whenever it could be given. Accordingly, the comment period was left
open for an unspecified period of time and all comments received by September 30, 1996
were accepted. This effectively constitutes a peried of 112 days from the initial date of
release of the Draft Environmental Impact Statement (DEIS) to the public, far in excess
of the 45 days usually given.

Formation of the Transportation Management Association (TMA) is a strong indicator of
MDT's support toward improving transportation in the Bitterrool. As soon as local interest
in transportation demand management (TDM) measures was expressed, MDT authorized
and funded a significant study of such in relation to this project, which culminated in the
recommendation of the formation of a TMA. MDT then provided funding, administrative
support and guidance, and convinced local governments to get involved (including
funding) so the TMA could organize and become a reality. MDT is commitied to
maximizing the opportunity for TDM measures to work in the Bitterroot, and supporting
the formation of a TMA is evidence of their cooperative effort and sincere interest in
improving transportation in the area via the best possible means.

It is the responsibility of any transpertation planning to be consistent with local land use
plans of which the Ravalli County Comprehensive Plan is a good example. The proposed
policies in the land use plan are well known; a draft of the document has been in public
circulation for over two years. Extensive public involvement by the County has been held
on the draft plan that has helped to solidify issues and more clearly identify the palicies
that will be enacted as a result of adoption of the Comprehensive Plan.

The County Planning Office indicates further public involvemnent will be conducled and
final adoption of the plan may be a year or more away. It is felt the EIS will be consistent
with the County Plan since the probable elements and policies that will affect transporta-
tion planning are now adequately known and publicly supported. Additionally, the County
Planner is a sitting member of the Citizens Advisory Committee used to help steer
development of the EIS and the County Commission has written a letter indicating full
support for the preferred alternative.

At the time the DEIS was prepared and released for public distribution, a final EIS on US
93 from Evaro to Polson was publicly available. That document identified recommenda-
tions for a preferred alternative that included upgrading the facility to four lanes



The Planning Board of Ravalli County has developed a draft
Comprehensive Plan that is currently in the process of being reviewed,
and we strongly urge that any final plan for highway improvements
should be adopted only after a Comprehensive Plan i=s adopted. To do.
otherwise, we believe, will significantly affect and/or compromise thie
ability of the residents to determine the future direction of our

valley.

Unfortunately, it appears that the "Preferred Altarr_&ativc" (DEIS at
2-21) as presented has been substantially pred‘.etermzned outside of the
required NEPA process. We say this because of the "regional
transportation network" map disclosed in figure 1-1, chapter 1.9 and
page 3 of 37 in appendix C which are discussed elsewhere in this

letter.

The DEIS states that the majority of residents want to retain the: .
rural character. It then proceeds to ignore these concerns and
proposes a plan that it states encourages the demise of the rural
character of the valley.

One apparent flaw in the DEIS is the conclusion in Table 2-11, page

2-31 that the preferred alternative preserves community character.

A wider highway, by definition, changes the interaction between people
in populated areas in a significant way. :
The attempts at permissively restricting access to preserve the rural
character have almost no chance of working.

Further, Table 2-11 claims that the preferred alternative meets public
demands, yet it appears this assertion is not substantiated by the @

surveys taken.

pable 2-11 claims that the preferred alternative is consistent with

economic¢ plans.

' r £
However, it appears it is really only consgistent with the plans o
developers and some members of the Chamber of Commerce. No effort is
evident that the economic plans of the population as a whole were

considered.

The DEIS fails tﬁ adequately address the direct, indirect, and
cumulative impacts resulting from increasing the capacity of highway

93,

i ; i it more
The DEIS admits that the preferred alternative will make !
uo:veniant to commute to Missoula and was designed to accommodate

th. 4
g?:luo admits that a major public concern is that a highway with

greater capacity will encourage growth. (Ref page 1-16 paragraph
titled "Future Growth").

The need for the highway is based on population growth projections
which appear to be flawed and/oxr biased.

Safety claims are unwarranted because of the unsubstantiated claim

ngrowth will happen anyway". i
%Eaglqgre 3-13, paga 3-43, the "low" projected growth assumes
continuous infrastructure improvements to accommodate development.
However, deoisions not to provide infrastructure (including read -

impraovements) will limit growth.
PAGE 2
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throughout, except one area bypassing a community. That information was incorporated
into Figure 1-1 of this EIS and also Figure 1 of Appendix C. While the legend of the
figures uses the terminology "planned 4-lane”, a better choice of words would have been
"proposed 4-lane®, which terminology is now incorporated in the final EIS.

Table 2-11 is merely a brief summary of discussions and conclusions found in Chapter
4,0 - Environmental Consequences. Section 4.13 of the EIS contains a discussion
concerning community character in which it is noted that utilizing the same alignment,
avoiding bypasses, and enacting access controls to prevent infilling of undeveloped areas
and overrunning of communities by strip growth all tend to enhance and protect
community character. This is also summarized in appropriate sections of Table 2-12.

Also in Section 4.13 is discussion of access, barriers, and isolation. The barrier effect
associated with some of the "build" alternatives that has been duly noted and summarized
in Table 2-12.

Careful reading of the EIS will disclose that the desired access control will be a
mandatory condition and not voluntary as some have erroneously concluded. The State
will buy the rights of the access from all adjacent property owners for a fair market price;
thereby being in total control of access to the facility. The restrictive access policy in
undeveloped areas will not allow new subdivisions or potential "strip” growth development
to have multiple, uncontrolled access to the highway. They will be required to consolidate
their access to a limited number of discrete access points. This has been successfully
applied in a number of locations as described in Response #13.

Study of the discussion in Sections 1.7 (and Figures 1-8, 1-9, and 1-10), 7.19, 7.20, and
7.25 will indicate that by far the number one problem identified by all types of surveys and
participants is excess traffic on the current facility. Similarly, the most preferred solution
to improving transportation is the inclusion of additional lanes. The principal elements of
the preferred alternative speak directly to reducing congestion and increasing capacity of
the facility. Other elements of the preferred alternative (such as access control and
formation of a TMA) are also in direct response to other key concerns identified by the
public in the scoping process.

Economic information was researched in the project corridor and the only information
readily available came through the organized Chamber of Commerce. By definition and
by charter, the Chamber of Commerce exists to represent the needs and objectives of the
business community, and is known to have a wide enough cross-section of membership
to be in a position to provide the best representation of the overall economic climate.
Accordingly, information from the Chamber, including the Bitterroot Futures Study,
surveys, and other public involvement efforts was used exclusively for information
contained in the EIS on the basis that such information is reasonable and justifiably
indicative of the local business community's climate and goals.



There is no evidence of any effort study, survaey, or research the

it safer
s alternative of limiting highway capacity while making
gﬁvingunction limits on other types of infrastructure that would have

the affect of limiting growth.

A safe, lower capacity road would meet two main public desires cited

by the DEIS: 1) A safe road and 2) retention of the rural character of

the valley.

i i ding the
Table 2-11, page 2-31 and the discussion and analysis regar
r:tention of the community character is seriously flawed.

stricted access feature developed for the 4-lane
gi:::;r:gea::ernative should be included in additional alternatives.

Such as the Modified 2-lane alternative modified to implement limited

;z:iis: there is a serious question as to whether the voluntary

limited access plan will work.

i une 27, 1996 hearing on the DEIS, the question was asked
g:‘iﬂguﬁzﬁhi: or nét someone who chose to retain access could later

ove it. The answer was yes.
%?p:ppenrs clear that only a few inholdings., or even one, in"the
"rural” stretches of highway would be enough to allow major "strip
malls"™ to spring up all along the highway. Duripg this same hearing
the QGovernment representative was asked if a limited access scheme
like this had ever worked. The only example given was interstate
highways - hardly an appropriate example,

r the major feature that is designed to meet the most
i;ngTQ:tr;ucia! need identified in the study has not been shown to
work and probably will not work. And, if it is a workable approach,
there is nothing to preclude its application to other alternatives,
auch as a modified two lane.

Pconemic plans: The plan relies on the planning done by the Chamber

®
®

of Commerce, business growth advocacy group, as the primary source of

1 1 ing information. )
;!c\r:n:':igai ;:: a long history of cottage industry as well as small
soale manufacturing that is generally not well represented by the

chamber of Commercial.

. ts of the
ils to mccount for the economic plans-and interes
zggogfii :; the valley, since it uses information from only a portion

of the business interests.

There are many unsubstantiated statements that influence the choice of

than the
t desired alternative. These statementz amount to no more t
o;:nion of the author or a small group of people who may have.
influenced the author, but are not backed up by surveys, studies,
research or other data.

Examples,

+ page 1-17: "...NAFTA will undoubtedly give furtﬁﬁr'impatus'to use of

the highway..." as
D -48. Claims that reductions in timber in the surrounding
iogzg: gngaa 2 "serious burden on the timber industry". (The timber
industry itself has claimed that Canadian imports is a significant
factor. Further, we can observe that there is plenty of logs in the
yards of the mills and log home operations in the valley).
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Other information that may be available, particularly with regard to small business or the
“population as a whole" would be gratefully appreciated.

Each individual section of Chapter 4.0 - Environmental Consequences sets forth what can
reasonably be foreseen as the indirect, secondary or cumulative impacts associated with
any of the proposed improvements on the particular area of interest being addressed by
that section. Such impacts are often difficult to predict exactly although many can be
derived intuitively. Therefore a range of opinions (differing intuitions) is sometimes
expressed about what these impacts may actually be.

The EIS has identified these types of impacts as best foreseen by those who have spent
considerable time and effort in studying the corridor and who have also had experience
with similar situations elsewhere. A recurring conclusion relative to area growth, as set
forth In the following paragraphs, indicates a degree of consensus among the experts that
growth of the area is and will remain a result of many factors: land availability and
cost/value, economy, availability of goods and services (nearby Missoula is definitely an
attractor), aesthetic appeal, schools, taxes, etc. -- of which transportation facilities are only
a small part.

Accordingly, improvements to transportation facilities will have a proportionate (small part)
effect on the indirect, secondary and cumulative impacts of growth and effect on quality
of life but will not, as some suggest, be the primary faclor or anything close to it.
Evidence to support this is that the area has had the highest growth rate in Montana the
past several years despite the poor physical and heavily traffic congested condition of the
existing primary arterial through the area. If transportation facilities were a major factor
in growth, development should have gone elsewhere in view of the poor conditions and
congestion of existing US 93.

The Traffic Study, Land Use Report, and other studies conducted for the EIS all indicate
that the projected growth of the area and corresponding increase in traffic will occur
regardiess of whether improvements to the transportation facility are made as has been
the case for the last two decades. Indeed, both the population projections and the growth
projections have been made on statistical analysis of past growth in the area, which is
completely independent of the condition of the transportation facilities.

The EIS has addressed the issue of potential secondary growth in the *Future Population
Growth" subsection of 3,13 - Social, in Section 4.13 - Social, and in Section 4.15 - Land
Use. Discussion indicates that significant growth can commonly occur when new
transportation facilities are constructed in areas that have none or are constructed in such
a manner as to attract traffic away from other possible routes in the area. MNational
experience has shown that where transportation facilities already exist and where there
are no other routes or choices for alternative travel (such as the existing study corridor),
then improvements to facilities generally affect only the timing and location of growth
depending on whether access to adjacent properties is facilitated or restricted.

Section 4.15 - Land Use discusses the effects of an improved commute in the section on
cumulative impacts. This discussion points out that there is a physioclogical *maximum”
commute time and the net effect of the proposed action could be to push development



' in the timbor
o 3-48 the assumption is made that the decline in
bzafzg;s in the valley is due to "regulatory changes and environmenta

trietions" and "adversely affects the economy.

;ﬁisraelfwserving statement ignores the impact of NAFTA's affect of
increasing competition and increasing automation in the timber
industry, both of which have the affect of removing money from the
economy.

i i “ try were
Table 3-11 lumps the forestry with agriculture. If fores
separated, it would be found to have a relatively small perceﬂtaqe 3f
influence on the local valley economy when compared with the "total
economy .

The survey defining the problem is used as one of t_he primary
definitions of need in the DEIS.

The DEIS lacks the sufficient information needed for the public or th

decision maker to determine its meaning. The sampling methods and
wording ‘of questions asked are missing.

osure of how the survey was taken should be included
?nggiéigészlmpling methods and the questionnaires. The wording of the
questions has a lot of influence on the outcome of the survey. It
appears from the results that people were asked to respond to a menu
of possible problems and solutions without restriction on how many
could be chosen or without reference to the combinations of solutions
that are evident in the alternatives.

1t also appears that the choice of solutions were offered without ) @ i

asking the respondent to rank them in terms of preference.

page 1-18: The conclusion drawn in tha fourth paragraph on the page
statistically flawed and incorrect,
égo discussion of the apparent discrepancy between the telephone
survey and the traffic survey ignores the difference in the makeup of
two sample populations.

;E: t:lephoze survey (assuming a random sampling ngm the telephone
book) is a random sample of households with telephonhes. Rs such, it 4
a statistically closer approximation of a random sample of households

in the valley.

1

®

®
®

®

®

B

In contraat, the traffic survey ('assuming a random sampling of cars on

the road taken a random times of day) is a samp}ato: persons making
that in turn take them past the survey point. -

;:1.5?1‘:!:. it is biased toward members of the population who use that

portion of that road the most.

He believe a more proper characterizatien of the two surveys might be:

praffic survey: "Here is what the people who use the highway a lot

A
;!;izgh;ne survey: "Here is what the people in Ravalli County think."

18 that
t appears thars is no meaningful disclosure in the DE
éiﬂ:i::espgnd discusses the fact that bgth the Mt. -and U.8. DOT are
bureaucracies that will likely "benefit 11:‘0:; tl;e infusions of
£ dollars in highway construction funds,.
T:Ii:o:’bv:ouanit.is in the self-interest of those DOT aauncies to "
propose major projects while cssentially dismissing or "overlooking
other viable alternatives which would eirculate less monies through.
those agencies. .
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pressure further southward in the project corridor than presently exists due to the reduced
commuting time. Statistical information from surveys is then discussed that predicts a 10
km (6.2 mile) extension of the commuting range which would densify existing residential
development in this *bedroom® community sector and possibly accelerate pressure to
convert undeveloped land within this zone to residential use.

Discussions in the land use section point out that while an improved facility may have an
impact on the timing of growth and the areas in which it is expected to occur, transporta-
tion improvements will not create additional growth beyond that projected for the "no
action® alternative. Figure 4-5 - Projected Land Use clearly shows the vast majority of the
corridor is already platted for development even though much is currently undeveloped.
This is strong evidence of the potential and actual plans for future growth and these plans
were developed long before any serious discussions were held about possible
improvements to US 93 in the area.

Lastly, discussions with local planning officials regarding the growth issue have indicated
a definite expectation that growth in the area will hit a maximum growth rate beyond
which it is non-sustainable. Discussion in the future land use section of Section 4.15 -
Land Use, sets forth the anticipated checks and balances to growth resulting from
availability of construction, labor, materials, and also increases in land values that result
from strong growth. The planning office feels these factors will help control growth to
keep it within the range projected in the EIS whether or not improvements to transporta-
tion facilities are made. Implementation of land use policies proposed in the Comprehen-
sive Plan (protect undeveloped land, densify existing development) will also help to
control and direct growth; thereby helping to preserve the "quality of life” in the Bitterroot.

Given these conditions, secondary/indirect/cumulative impacts identified in the EIS with
respect to growth and "quality of life" issues are reasonably portrayed and adequately
disclose the type and degree of such impacts to be expected.

Population and growth projections contained in the EIS were taken from three different
sources; the Ravalli County Comprehensive Plan, the Bitterroot Chamber of Commerce’s
Bitterroot Futures Study, and current and historical traffic data from MDT. Statistical
evaluation of the data in these sources was based on widely accepted methodologies and
techniques. Analysis of traffic growth from the MDT traffic data was made utilizing state-
of-the-art non-linear, numerical analysis techniques that allow even closer degrees of
correlation with past and present data than conventional methods and which have
consistently proven to be superior to classical methods of analysis.

The recent explosive growth of the Bitterroot Valley (last 20 years as shown in Figure 3-
12) has seen a doubling of population, and area growth currently continues to lead the
State in terms of percentage of annual increase. This growth is a matter of record and
no changes have been observed in local conditions that might suggest any drastic
deviations in this trend into the foreseeable future. Specific information as to how or why

the population growth projections "appear to be flawed and/or biased” would be greatly
appreciated.



i developera and businesses that support thae
:2;5: :::1:;:0925;::23 by tho:e agencies because they expect (or hope)
to financially benefit during or after the construction of the more
gzggrsg::;:?o:.can create self-serving and somewhat hidden 1ncentives
to construct more major projects t@an necessary in the name of the
"public good". . It ocan alse significantly affect the range of
reasonzble alternatives as they are presented in the NEPA analyses.

11 the DEIS appears to be arbitrarily and capriciously
ﬁg:;;::tt:?ngx'this required NEPA analysis, which then ignores or
overlooks significant environmental impacts that would become readily
‘apparent if the (total eventual) proposal was first examined in its

eptiretx.

1 e i ieus

entation in guestion starts to become apparent when one v :
Eﬁ: ﬁiggiﬂnal transportation network" map (figure 1-%, ghapteg 1.9;
alse found at page 3 of 37 in appendix C). The two "existing
sections of four lane highway are south of Hamilton and the segment

north of Missoula.

i the four lane Highway 93 system is currently
f:sﬁﬂilﬁéiiéniﬂgvr:::ggg, but it clearly demonstrates the actual (:)
eventual intent of the two DOT agenﬁie: to construct a major highway

- western Montana.
gﬁitﬂr;ﬁigf :;‘ﬁ: :nlr:f;ug:rt.‘.allr disclosed or discussed in the DEIS,
the apparent intent is to eventually construct another major. S
north—-south highway system from Mexico to the Canadian borders. *151s'i,
eventual overall proposal will basically duplicate the current I
Highway system 80 miles to the east. 3

. ith the apparent "segmentation" of the DEIS analyses is
:§:t°2§§6§30“nor nq:ncies focus their environmental analyses only on

one portion at a time, and (if successful in building a portion), then
use that section to further rationalize the construction of other

portions of the predetermined highway system.

. - B

nted environmental analysis process then overloo
:?igi:§£:s:§ :ggmgireut. indirect and cumulative environmental impacts
that that would be more readily obvious if the overall proposed
highway system was instead first looked at in its entirety.

i ks the major
1 this segmenting of the analysis ovexloo )
2:3::&:;:itii and social impacts to Western Montana wpich is aira;d}
in social furmoil from the rapid expansion of population growth when

compared with Eastern Montana.

urge that the U.8. and Mt., DOT agencies consider instead
2:9;::£:glin eﬁvironmental analysis that, (1) looks at the :vgnt:;iﬂal
proposed major highway system running from national- hurda{ 1n n:t
border, and, (2) takes a "hard look" at the environmenta mpi ; i
emanating £rom a major higgwné system through western Montana fro t:)

ts north border.

;ggihongge:etza:asha achieved by preparation of nupplemuntaieDEIS tp
analyze the overall cumulative environmental imnaqt; inhn mocE -
meaningful context and would then more 1ikely provide the necessary
"hard look" required by the NEPA and federal courts, .
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The statement that "growth will happen anyway", made by all the experts who studied this
corridor as a part of the EIS process (see Appendix B}, is accurate because that is
exactly what has been happening the last decade. Already the transportation facility is
severely hampered in its ability to handle transportation demand (level of service D and
E) throughout the corridor and the corresponding traffic congestion is a well known fact.

If transportation and infrastructure are the primary determinants in area growth as some
suggest, then why has the area been, and continues to be, the fastest growing in the
State? One Important answer to this is explained in Section 4.13 - Social of the EIS,
which discloses that area growth is a result of a combination of many factors such as land
availability and cost/value, local economy, availability of goods and services (Missoula
definitely provides), aesthetic appeal, school system, taxes, etc. The availability and
condition of transportation facllities assuredly play a part, but past history and present
trends indicate it is only a small part of the overall picture.

Lastly, it is not the charter of MDT to stipulate or direct land use policies. Such are
clearly the responsibility of local governments. Transportation planning is charged with
assuring that such planning efforts are consistent with and support local land use
planning. The EIS clearly describes how proposed improvements are consistent with this
objective and discloses that desired efforts to achieve or control land use planning are
best made through local governments.

Access control has been discussed and evaluated separately in the EIS (as have the
alternatives) so that it could readily be combined with any alternative and the impacts
would already been known and identified. There is nothing to preclude utilizing the
access control concepts with any of the alternatives presented in the EIS. In fact, they
should be included in order for any proposals to be consistent with and support local land
use planning efforts.

Even though the preferred alternative is the only combination of alternatives specifically
discussed as a combination in the EIS, the intent is that other combinations of alternatives
could be made as long as they meet the stated purposes and needs for transportation
improvement in the corridor. Other combinations were considered but were not promoted
into the document due to their failure to meet the purpose and need.

As described earlier in the response to Item #6, access control will be mandatory rather
than voluntary. Even though those holding rights to highway access may utilize it for
future development of the property, any proposed development would first have to be
permitted by the County government in accordance with land use policies and secondly
all access demands for the improvements would be required to utilize the existing access
for ingressfegress. Therefore, "strip® growth is unlikely to occur since free and
unrestricted access to highway frontage will be denied. If such development were to
oceur, the multiple individual accesses would need to be collected onto a frontage road
or similar facility in order to access the highway through the existing permitted approach.

This policy has been successfully enacted in many areas and has worked successfully,
Montana currently has over 420 miles of limited access control on primary highways that



There appears to be a consensus there i8 a clear need to improve the
current conditions found on Highway 93 from Ham;%ton to Misaoula.

The guestion instead appears to be what alternatives will suffice for
a given time period while still preserving the highly-prized
attributes of the Bitterroot Valley (and western Montana).

Given the existing information, we would advocate another alternative
that was not considered in the current DEIS that has been_termed the
“Super Two Package". The confederated Salish Kootenal Tribes have @
advocated a similar highway design in the Flathead valley.

This alternative consists of a mile-by-mile, sitejspecifiu designed
two-lane highway, widened to ample lanes and serviceable shoulders
(wide enough for farm machinery), with right-hand and left-hand turn
lanes, slow-vehicle turnouts, and frequent north and southbound
passing lanes. Design would include separate bike_lanas and walking
paths and horse trails. 1In conjunction with the highway, th?re would
be a well thought-out public transit system that would work in
conjunction with vehicle reduction programs, ineluding park-and-ride
lots with coffee stations, computerized ride-sharing, car pools, and
van pools.

to the DEIS's current "preferred alternative” tl}at‘ could achieve
strong support while better preserving the gquality of life in the
Bitterroot Valley. : 3

He believe the "Super Two Package" would be an acceptable alternativ

Please place our organization on your mailing list, and please send us
any future documents pertaining to this proposal. = i

President
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has worked very well in preserving the capacity of the highway and serving as a deterrent
to growth in the areas where it is used. Examples include US 93 Darby North and South,
US 93 Elmo to Somers, US 93 Dickey Lake to Eureka, US 12 Avon to Elliston, and US
191 Bozeman to Four Corners.

It is difficult to conduct an EIS or any other study without having to make some intuitive
judgements. Wherever possible in the EIS, reference has been made to previous studies,
background data, etc., in order to give the best information possible. However, some
statements are necessarily made on the basis of reasonableness and best judgement of
a situation based on previous experience or intuitive prediction of knowledgeable experts.

The statement about NAFTA giving impetus to use the highway is simply a repeat of the
US Congress’ declarations about the increase in commerce and trade and the resulting
increased use of the american transportation system that were publicly predicted during
the debate and signing of the Agreement.

Statements in the EIS about the decline and burdens on the local timber industry were
taken directly from the Chamber of Commerce's Bitterroot Futures Study and Economic
Development Plan. These documents represent statements by local people with a charter
and authorization to speak for and represent local businesses and economy.

Similarly, Table 3-11 was taken from the Chamber of Commerce’s study. Unfortunately,
forestry and agriculture were included together and information was not available from the
Chamber or any other known source as to the differences between the two. Again,
presentation of such information is not at all intended to mislead, but to disclose the best
and most reasonable information practicably available. One of the goals of the public
involvement process is to gain additional input and clarify anything that might not be
accurate, If better information is available, disclosure to the project manager will be most
appreciated.

While it is true that the surveys taken were part of the scoping process, it is not true that
they were the major portion. Intensive efforts at public scoping were undertaken including
nine public meetings where extensive writien and oral public input as to problems with
transportation in the corridor and possible solutions was obtained. Out of all of this wealth
of information, of which the surveys were a part, came a clear picture of public concerns
and reasonably justifiable alternatives for problem resolution.

Bibliographic references to both surveys were disclosed in the EIS and specific write-ups
on the surveys, their methodalogies, survey forms, and results is available for review upon
request from MDT. The surveys were prepared and administered under the direction of
Dr. Joe Floyd, PhD of Eastern Montana College who has significant experience in
conducting non-biased surveys for information gathering. Consultation on survey content
was given by a nationally renowned expert in TDM, Peter Schauer.

Extensive efforts were made to keep the surveys non-biased. For example, an oral
portion of the traffic survey asked the question, *“What is the first thing that comes to mind
in providing solutions for transportation problems in this corridor of US 937" Respondents



were asked this question and given the opportunity to answer prior to being handed a
written form for survey response on which there was an extensive list of potential
solutions and for which the respondent was free to choose as many as they felt were
applicable.

Organization of items in the written list was completed by the use of a random number
generator in order to remove potential bias from the way items were presented on the
page. At the end of the list was a blank space for respondents to write in anything else
that may have come to mind in making a response.

At the same time, the survey was structured to remove bias on the part of the respondent.
There were no opportunities to identify priorities and no limitations were placed on what
could be selected or presented. This method allowed for determining public commonality
and consensus merely by being able to count the number of times an issue was selected
or mentioned by different respondents -- the more times counted, the more the issue was
on the minds of different respondents. This information, coupled with a similar analysis
of other public input received in the scoping effort (which was considerable), gave clear
and strong indications about the general public's views on transportation problems in the
corridor and potential solutions.

Statements in the EIS already acknowledged the differences in the two surveys, the types
of respondents, and the results obtained, but additional clarification has been added
between highway users and general population.

Both MDT and FHWA are non-profit organizations established by legitimate recognized
governments to assist in providing for the health and welfare of the people they serve.
While there is little doubt that governmental agencies often become “bureaucratic’,
charges that they are self-serving and have hidden agendas to create more work when
they already have more than they can handle are nothing short of ridiculous.

Federal distribution of transportation funds is governed by formulas established by
Congress. These formulas provide approximately the same level of annual funding to
Montana throughout the 6 year authorization period. The scopes of individual projects
have no bearing on the amount of funding Montana receives through Federal formulas.
It is therefore incorrect to assume that MDT or FHWA will receive more funds if the
preferred alternative is built.

The EIS considers a thorough and full range of reasonable alternatives. It discusses
other alternatives that were considered and eliminated due to not being reasonable. The
scoping process, and development and evaluation of alternatives have been closely
monitored by regulatory agencies and the Interdisciplinary Team to assure they are in
compliance with current law, including NEPA and MEPA requiremenis.

A wonderful article about US Highway 93 throughout the Western United States was
printed in a 1992 issue of National Geographic. The article explored the various facets
of this national highway and the diversities of the cultures, population, and locales through
which it passes. The article is extremely indicative of the changing conditions that occur
along different portions of US Highway 93.

FHWA and MDT, both of which are charged by law to properly evaluate environmental
impacts in the process of transportation planning, have both looked at US Highway 93
through Western Montana and realized the same conclusion -- that various areas are
unique in many respects and as such require a finer level of detail in environmental
analysis in order to properly identify adverse impacts. For example, conditions on the



Hamilton-Lost Trail Pass portion of US 93 are uniquely different than in the area between
Hamilton and Lolo.

What may not be an environmental concern in one area of US 93 may well be in another,
and vice-versa. In order to provide a greater level of detail and attention to the
environmental analysis process, the agencies have categorized the US 93 route through
Western Montana down into sub-regions with similar conditions related to the natural,
biologic, and human environments. At the same time, this allows environmental analysis
work to be assembled into manageable portions, which helps improve applicability and
reliability of the results for the same reasons stated above.

NEPA regulations specifically prohibit using the improvement or conditions of one already
completed segment of highway to justify similar improvements in an adjacent region.
Specifically, it is required to look at "logical termini®, which means that a given project
must begin and end at locations logically corresponding with beginnings or endings of
transportation trips on those facilities. In this respect, conducting an EIS from Hamilton
to Lolo (Missoula) is completely reasonable and justifiable since both ends of the corridor
are major population centers and traffic generators.

The EIS fully discloses environmental analyses and plans for improvement on other
segments of US 93 in Western Montana (Section 4.25, et.al,) and specific discussion in
each section of Chapter 4 has been included to identify the anticipated secondary,
indirect, and cumulative impacts associated with each of the altematives studied.

The *Super Two Package" promoted by the Highway 93 Citizens' Coalition for
Responsible Planning and supported by Friends of the Bitterroot, Inc. has already been
thoroughly developed and evaluated in the EIS. Each of the components listed have
been evaluated as a separate alternative and the aggregate impacts of the "package” can
readily be determined by adding the impacts of each of the subelements together. For
example, physical layout of the highway itself is the "modified 2-lane" alternative carried
throughout the EIS. The preliminary design for this altemative was very carefully
analyzed as to where passing lanes could be located in order to provide improved safety
and reduce impacts to adjacent sensitive environmental areas such as wetlands.

The alternative included wider shoulders, and right and left hand turn lanes (amenities)
where appropriate. Bike paths and pedestrian facilities were evaluated separately and
could easily be added to the package. Similarly, a considerable effort was put into
evaluating TDM techniques and alternatives for park-and-ride, carpooling and vanpooling,
ridesharing, etc., were explored and the results presented throughout the EIS.

As discussed in the EIS, the reason the "Super Two Package" has not been presented
as the preferred alternative is simply that it does not meet the stated purposes and needs
for transportation improvements as effectively or completely as do other combinations of
alternatives studied. Preeminate among its deficiencies is the inability to improve capacity
and level of service on the facility with present and predicted traffic volumes. Safety of
the alternative is also a primary concern. These and many other impacts are thoroughly
discussed in the EIS and summarized in Tables 2-11, 2-12, and 4-18 in the document.



The elements of the preferred alternative have been judged as being the most cost
effective for meeting the stated purposes and needs for improving transportation in this
corridor by the Interdisciplinary Team (multiple review and regulatory agencies) and the
Citizen's Advisory Committee that were assembled to specifically review this environmen-
tal analysis throughout its development. The preferred alternative received significant
support through the public hearing process on the DEIS and has the specific support and
approval of the County Commissions of both Missoula and Ravalli counties in which the
facility is located. By law and by charter, these local govemments have the right and
responsibility to speak for the people they represent.

Friends of the Bitterraot, Inc. has been placed on the mailing list; thus assuring netification
of the availability of future documents pertaining to this project. Public notification of the
availability of future documents will also be given through the media including newspapers
and radio.



US 93 HAMILTON TO LOLO MONTANA

RESPONSES TO COMMENTS ON DRAFT ENVIRONMENTAL IMPACT STATEMENT

Appreciable public comment and response was received on the draft Environmental Impact
Statement (EIS) and the public hearings held on it June 25-27, 1996, Chapter 7 of the final EIS
presents a Responsiveness Summary which summarizes the input comments received and ranks
them from greatest to least in order of the number of times the issue was mentioned. The
following discussion presents the most frequently mentioned issues from the Responsiveness
Summary.

ISSUES

OJOMORO

More Consideration Needs to be Made for “Super Two Package”

Concerns about Preservation of *Quality of Life" in the Bitterroot and About Further Area
Growth

2-Lane Facility will be More Safe than 4-Lane Undivided

Stockpasses are needed for Proposed Improvements

US 93 HAMILTON TO LOLO MONTANA

RESPONSES TO COMMENTS ON DRAFT ENVIRONMENTAL IMPACT STATEMENT

Letter From: Various Individuals and Groups as Part of the DEIS Public Input Project

Author:
Dated:

O,

N/A
June-September, 1996

Significant input was received in support of the "Super Two Package" being promoted as
a preferred alternative by the S Highway 93 Citizens' Coalition for Responsible Planning
and other supportive groups and individuals. [In addition to several individual letters
supporting this alternative, there were significant numbers of form letters and nearly 800
signatures on petitions in support of this concept.

The "Super Two Package" has already been thoroughly developed and evaluated in the
EIS. Each of the components listed have been evaluated as a separate altemnative and
the aggregate impacts of the "package” can readily be determined by adding the impacts
of each of the subelements together. For example, physical layout of the highway itself
is the "modified 2-lane” alternative carried throughout the EIS. The preliminary design for
this alternative was very carefully analyzed as to where passing lanes could be located
in order to provide improved safety and reduce impacts to adjacent sensitive environmen-
tal areas such as wetlands.

The alternative included wider shoulders, and right and left hand turn lanes (amenities)
where appropriate. Bike paths and pedestrian facilities were evaluated separately and
could easily be added to the package. Similady, a considerable effort was put into
evaluating TDM techniques and alternatives for park-and-ride, carpooling and vanpooling,
ridesharing, etc., were explored and the results presented throughout the EIS.

As discussed in the EIS, the reason the "Super Two Package® has not been presented
as the preferred alternative is simply that it does not meet the stated purposes and needs
for transportation improvements as effectively or completely as do other combinations of
alternatives studied. Preeminate among its deficiencies is the inability to improve capacity
and level of service on the facility with present and predicted traffic volumes. Safety of
the alternative is also a primary concern. These and many other impacts are thoroughly
discussed in the EIS and summarized in Tables 2-11, 2-12, and 4-18 in the document.

The elements of the preferred alternative have been judged as being the most cost
effective for meeting the stated purposes and needs for improving transportation in this
corridor by the Interdisciplinary Team (multiple review and regulatory agencies) and the
Citizen's Advisory Committee that were assembled to specifically review this environmen-
tal analysis throughout its development. The preferred altemative received significant
support through the public hearing process on the DEIS and has the specific support and
approval of the Ravalli County Commission in which most of the facility is located.



A number of respondents, especially those supporting the "Super Two Package®,
indicated concern for preserving the quality of life in the Bitterroot and particular fears that
the proposed highway improvement project would be a major or deciding factor in
substantially impacting or destroying this area attribute.

A nearly identical issue expressed in other terms is the "growth® issue in which many
have expressed fears that highway improvements will cause significant growth in the
corridor.

The EIS has identified these types of impacts as best foreseen by those who have spent
considerable time and effort in studying the corridor and who have also had experience
with similar situations elsewhere. A recurring conclusion relative to area growth, as set
forth in the following paragraphs, indicates a degree of consensus among the experts that
growth of the area is and will remain a result of many factors: land availability and
cost/value, economy, availability of goods and services (nearby Missoula is dsfinitely an
alttractor), aesthetic appeal, schools, taxes, etc. -- of which transportation facilities are only
a small part.

Accordingly, improvements to transportation facilities will have a proportionate (small part)
effect on the indirect, secondary and cumulative impacts of growth and effect on quality
of life but will not, as some suggest, be the primary factor or anything close to it.
Evidence to support this is that the area has had the highest growth rate in Montana the
past several years despite the poor physical and heavily traffic congested condition of the
existing primary arterial through the area. If transportation facilities were a major factor
in growth, development should have gone elsewhere in view of the poor conditions and
congestion of existing US 93.

The Traffic Study, Land Use Report, and other studies conducted for the EIS all indicate
that the projected growth of the area and corresponding increase in traffic will occur
regardless of whether improvements to the transportation facility are made as has been
the case for the last two decades. Indeed, both the population projections and the growth
projections have been made on statistical analysis of past growth in the area, which is
completely independent of the condition of the transportation facilities.

The EIS has addressed the issue of potential secondary growth in the "Future Population
Growth" subsection of 3.13 - Social, in Section 4.13 - Social, and in Section 4.15 - Land
Use. Discussion indicates that significant growth can commonly occur when new
transportation facilities are constructed in areas that have none or are constructed in such
a manner as to attract traffic away from other possible routes in the area. Mational
experience has shown that where transportation facilities already exist and where there
are no other routes or choices for alternative travel (such as the existing study corridor),
then improvements to facilities generally affect only the timing and location of growth
depending on whether access to adjacent properties Is facilitated or restricted.

Section 4.15 - Land Use discusses the effects of an improved commute in the section on
cumulative impacts. This discussion points out that there is a physiological *maximum®
commute time and the net effect of the proposed action could be to push development
pressure further southward in the project corridor than presently exists due to the reduced
commuting time. Statistical information from surveys is then discussed that predicts a 10



km (6.2 mile) extension of the commuting range which would densify existing residential
development in this “bedroom" community sector and possibly accelerate pressure to
convert undeveloped land within this zone to residential use.

Discussions in the land use section point out that while an improved facility may have an
impact on the timing of growth and the areas in which it is expected to occur, transporta-
tion improvements will not create additional growth beyond that projected for the "no
action” alternative. Figure 4-5 - Projected Land Use clearly shows the vast majority of the
corridor is already platted for development even though much is currently undeveloped.
This is strong evidence of the potential and actual plans for future growth and these plans
were developed long before any serious discussions were held about possible
improvements to US 93 in the area.

Lastly, discussions with local planning officials regarding the growth issue have indicated
a definite expectation that growth in the area will hit a maximum growth rate beyond
which it is non-sustainable. Discussion in the future land use section of Section 4.15 -
Land Use, sets forth the anticipated checks and balances to growth resulting from
availability of construction, labor, materials, and also increases in land values that result
from strong growth. The planning office feels these factors will help control growth to
keep it within the range projected in the EIS whether or not improvements to transporta-
tion facilities are made. Implementation of land use policies proposed in the Comprehen-
sive Plan (protect undeveloped land, densify existing development) will also help to
control and direct growth; thereby helping to preserve the "quality of life* in the Bitterroot.

Given these conditions, secondary/indirect/cumulative impacts identified in the EIS with
respect to growth and “quality of life" issues are reasonably portrayed and adequately
disclose the type and degree of such impacts to be expected.

The issue of safety between a modified 2-lane facility and a 4-lane undivided section was
brought up during the public hearings on the DEIS. Specifically, reference was made that
AASHTO standards infer accident rates on multi-lane, undivided arterials are higher than
that on 2-lane arterials. However, the statement is used out of context since further
discussion in the same section admits to the fact that as a rule, multi-lane arterials carry
heavier traffic volumes and have more frequent intersections and more development of
adjacent land, all of which have appreciable bearing on accident experience and capacity.

The EIS in the "Safety” discussion of Section 4.17 reviews several projects in Montana
that have been upgraded from 2-lane to 4-lane facilities with substantial decreases in both
accident rate and accident severity. Examples include US 93 Missoula to Evaro, Hungry
Horse to Coram, US 93 Hamilton South, US 12 Helena to Elliston, and Great Falls
Southeast.

Such a blanket statement as presented in AASHTO is clearly not applicable as evidenced
by the two to four lane safety improvements realized on the projects noted above and
also in other transportation planning literature. For example, analysis of data on traffic
fatalities and accidents taken from "Traffic Safety Facts 1994" published by the National
Highway Traffic Safety Administration indicates that "fatal accidents are more than twice
as likely to take place on two lane roads than on highways with four or more lanes®. The



study indicates the fatal accident rate per 100 million miles traveled on 2-lane roads was
2,03, while the same rate on roads with four or more lanes averaged 0.95. Similarly,
there were more than 2.7 million traffic accidents on 2-lane roads in 1994 compared to
about 1.4 million accidents on roads with four or more lanes. This is significant in view
of the fact that the total vehicle miles traveled on each is nearly the same.

Other elements of the "Safety” discussion of Section 4.17 in the EIS clearly indicate a
distinct advantage of a multi-lane facility over the 2-lane altemative. This concem over
safety is one of two primary reasons (the other is inability to improve level of service and
capacity) why the 2-lane modified alternative has not been recommended as part of the
preferred alternative presented in the EIS.

Input was received from a number of agricultural and livestock operations in the project
corridor concerning the need to move livestock and other agricultural equipment safely
from one side of the highway to the other. Several made specific requests for inclusion
of stockpasses under the proposed highway improvements for their specific operations.

Construction of stockpasses is very expensive; thus their use is only considered where
significant benefits in terms of safety and operation of the highway can be realized. Since
it is difficult fo enact a blanket policy concerning this, each individual situation is looked
at on a case-by-case basis to determine the warrants, justification, and corresponding
benefits of providing a stockpass structure.

If, and at such time as the improvement alternatives go to design and right-of-way is
acquired, then right-of-way agents or other designated representatives of MDT will visit
with each property owner concerning the need for access, operational characteristics of
the adjacent land use, and the potential need for special considerations such as
stockpasses. The information obtained from the property owner will be analyzed to see
if operational and safety conditions warrant consideration for a stockpass and whether the
potential benefits justify the investment. If so, then plans for stockpasses will be
incorporated and, if not, other accommodations for livestock and agricultural operations
on adjacent lands will need to be made,
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realignment .......... S-1, S-2, S-3, S-4, 1-5, 2-3, 2-14, 2-16, 2-21, 2-23, 2-27, 4-3, 4-7, 4-8, 4-10,
4-11, 4-23, 4-27, 4-45, 4-49, 4-54, 4-60, 4-71, 4-72, 4-86, 4-93, 7-6, 7-15

=TT =T 0] o £ 3-12, 4-11, 4-13, 4-15, 4-16, 4-17, 4-18, 4-19, 4-106
PECONSIHEHTN »oas s sowms s 8 S8 SEmres Wetnmi o6 W i S-1, S-2, S-4, 1-5, 2-3, 4-23, 4-46
recreational opportunities . . . ..... ... ... . e B 1-8, 1-17, 3-67, 4-50, 4-71, 4-89
FEIOTEIEEE wnuan caus wwin SR%iEs DRSS PSP 88 i TaVEs B 1-30, 2-41, 3-69, 4-111, 7-23
regulatory agencies . .. ... .. e S-3, S-6, 2-2, 3-13, 3-14, 7-1, 7-15, 7-23
FEGUIBLOTY TIOOTWRY v 5 1 T8 500 B miain 5ie rsin s s acs mommomin sie sivis s mums 5 Ass 5o Kon 3-8, 4-8
relocation « cui v ci i e s e e 3-48, 4-35, 4-48, 4-54, 4-55, 4-58, 4-60, 4-65, 4-99, 4-100, 4-108
replacement .................... 1-26, 4-35, 4-37, 4-38, 4-39, 4-40, 4-49, 4-54, 4-71, 4-92, 7-15
replacement PropeMY . . . . .. 4-54
TOPHIES . . o o e 3-36, 4-44, 4-46
right-of-way ............. s-5, §-7, 1-29, 2-5, 2-17, 2-21, 2-22, 2-25, 2-30, 3-13, 3-51, 3-52, 3-58,

4-11, 4-19, 4-21, 4-22, 4-24, 4-27, 4-35, 4-45, 4-54, 4-59, 4-60, 4-64, 4-65,
4-66, 4-67, 4-68, 4-73, 4-77, 4-78, 4-85, 4-86, 4-87, 4-88, 4-90, 4-94, 4-98,
4-99, 4-100, 4-104, 4-106, 4-109, 7-11

Hparan <ox o: oo 50 3-5, 3-16, 3-17, 3-18, 3-19, 3-20, 3-21, 3-34, 3-35, 3-36, 3-37, 3-41, 4-22, 4-23,
4-24, 4-34, 4-36, 4-44, 4-47, 4-48, 4-49, 4-68, 4-106, 4-107

roadway defiCienCies . . ... ...t 1-22, 2-4, 3-57
O BRI oo v srnmmie oo s i venwvasn Sueveny om S5 05 VIS 6 SREEE CONGE T TS SR S-5
runoff ............... 3-5, 3-36, 4-2, 4-3, 4-4, 4-7, 4-29, 4-34, 4-38, 4-41, 4-42, 4-46, 4-97, 4-102,
4-105, 4-107

FTETEREEE o e s ; S-1, S-4, 1-22, 2-23, 2-31, 3-47, 3-49, 3-52, 3-53, 3-54, 3-58, 4-23, 4-53,
4-59, 4-66, 4-77, 4-78, 4-80, 4-83, 4-84, 4-109

safety . ........ S-1, S-2, S-3, S-4, S-5, 1-5, 1-6, 1-14, 1-15, 1-16, 1-18, 1-22, 1-28, 1-29, 1-30, 2-3,

2-4, 2-5, 2-7, 2-8, 2-11, 2-14, 2-17, 2-22, 2-23, 2-24, 2-25, 3-48, 3-56, 3-57,

3-60, 3-61, 4-4, 4-36, 4-42, 4-58, 4-64, 4-65, 4-70, 4-71, 4-74, 4-75, 4-76,

4-77, 4-78, 4-79, 4-80, 4-83, 4-84, 4-95, 4-98, 4-101, 4-103, 4-104, 4-105,

_ 4-108, 4-109, 7-10, 7-15, 7-16, 7-17, 7-20

SAPPHIEE FIEBWEY . « o v v wien s sl 4 698 U6 COTTE 55 500 55 5 bie naie e s o S-4, 2-3, 2-5
SEhedUIE v v o o vian 65 505 6% SR 65 500 % S350t ve wrere san arece woe smece s 2-38, 4-95, 4-99, 4-100
SEHOOI BUS (55 50 5inis 55 G575 578 5004 sis cron mre smm ss semsers sve sies sim soms eve st wce s Srors 1-18, 3-48



SEROBIS  wime wr s aswernn on 2So0am NI WLV S SRANE o SRV SN S 3-10, 3-48, 4-53, 4-56

SCOpiNGg .« veven... 8-3, S-5, 1-4, 1-15, 1-16, 1-17, 1-18, 2-1, 2-2, 2.5, 2-7, 2-11, 2-25, 3-37, 3-50,
3-54, 4-74, 4-101, 7-6, 7-7, 7-8, 7-11, 7-12, 7-13, 7-14, 7-15, 7-16, 7-17,

7-19

scoping meetings ........... S-5, 1-4, 1-15, 1-17, 1-18, 2-1, 2-2, 2-5, 2-11, 2-25, 3-37, 3-50, 3-54,
4-101, 7-6, 7-7, 7-8, 7-11, 7-12, 7-13, 7-14, 7-15, 7-16, 7-17, 7-19

Section 106 ClearanCe .. ... ...ttt ittt et e e e 4-98
Section 404 Permit . .. .. e e e e e e e S-6, 4-28
sedimentation . ... ... .. e 4-3, 4-34, 4-35, 4-95, 4-96, 4-111
segment .......... S-2,1-1, 1-5, 1-7, 1-8, 1-9, 1-16, 1-22, 2-25, 3-48, 3-52, 3-55, 3-57, 3-58, 3-60,
3-63, 4-64, 4-74, 4-99, 4-100

SENSHIVE PIATES s sn v o vovss S0EN U6 S0 56 DG 0% SOWes o 3-19, 4-27, 4-47, 4-106, 4-107
shouldérs: s s wanns on 3 S-1, 8-2, S-4, 1-5, 1-15, 1-26, 1-29, 1-30, 2-4, 2-11, 2-14, 2-23, 2-24, 2-25,

3-58, 3-60, 3-61, 3-68, 4-10, 4-45, 4-56, 4-64, 4-67, 4-71, 4-74, 4-75, 4-78,
4-79, 4-81, 4-82, 4-110, 7-16, 7-21

sideslopes .......... S-2, 1-15, 1-28, 1-29, 1-30, 2-5, 3-57, 3-60, 4-4, 4-23, 4-36, 4-65, 4-71, 4-87,
4-101, 4-105, 4-110
Silver Bridge . . ......... S-3, S-4, 1-26, 2-3, 2-14, 2-21, 2-23, 2-26, 2-27, 3-52, 3-64, 3-68, 4-3, 4-7,

4-8, 4-10, 4-11, 4-16, 4-23, 4-27, 4-48, 4-49, 4-50, 4-54, 4-60, 4-66, 4-71,
4-80, 4-89, 4-93, 4-107, 7-6, 7-15, 7-16

single-occupant vehicles .. ..... .. ... . ... ... .. ..... S-1, 2-31, 2-37, 4-57, 4-93, 4-106, 4-108
SNOW G aieds s REy i SO Es U TEE i TR 0N S ek Seiels e 3-9, 3-18, 4-4, 4-9, 4-10, 4-12, 4-105
Soil Conservation Service .. ....... ... S-7, 3-2, 3-55, 4-69, 5-2, 5-3, 6-1, 6-5
SOils . ... S-5, 3-1, 3-5, 3-16, 3-19, 3-21, 3-57, 4-2, 4-20, 4-21, 4-106, 5-4, 5-5
0] 1o 11 o 3-5, 4-5
speed . ... S-2, 1-14, 1-15, 1-16, 1-22, 1-26, 1-29, 1-30, 2-11, 2-37, 2-39, 3-9, 3-12, 3-56,
4-12, 4-13, 4-16, 4-18, 4-19, 4-68, 4-77, 4-92, 4-96, 4-111, 7-20

SPILBIEVERNON! o smoun wommim s smm s woveen ST TUEWENT SRIETS BY SAS ¥ @ 4-6, 4-21, 4-105, 4-106
SPIS won s o v et 3-14, 4-2, 4-3, 4-4, 4-5, 4-6, 4-20, 4-21, 4-49, 4-95, 4-102, 4-105, 4-107
stafdards = s o v s S-1, S-2, S-7, 1-1, 1-5, 1-12, 1-22, 1-26, 1-28, 1-29, 1-30, 2-5, 2-23, 2-25,
2-30, 3-6, 3-8, 3-10, 3-57, 3-58, 3-61, 4-1, 4-9, 4-10, 4-12, 4-76, 4-77, 4-79,

4-81, 4-97

Stevensville .......... S-2, S-4, 1-4, 1-5, 1-6, 1-7, 1-8, 1-9, 1-22, 1-27, 2-5, 2-11, 2-22, 2-23, 2-24,

2-26, 2-28, 3-9, 3-35, 3-45, 3-47, 3-48, 3-52, 3-53, 3-56, 3-66, 3-68, 3-69,
4-17, 4-50, 4-61, 4-62, 4-66, 4-90, 4-101, 5-2, 6-1, 6-4, 6-5, 6-6, 7-8, 7-12

StevensvilleY ........... 1-6, 1-22, 2-22, 2-23, 2-24, 2-26, 2-28, 3-45, 3-52, 3-53, 3-56, 4-62, 4-66,
4-101

SIOIT WEIBE: Gives 55 5Tol 55 000000 55 F00 1 mias tue s s simmsess s, Sesmme s mie s s s 4-3, 4-97
Stream CroSSINGS & . & vttt e it e e e 4-28, 4-36, 4-48, 4-49, 4-50, 4-97, 4-107
strip development . .............. S-5, 1-14, 1-17, 3-45, 4-18, 4-22, 4-62, 4-66, 4-102, 4-103, 7-15
stripgrowth ............ S-2, 8-5, 1-16, 1-18, 1-30, 2-17, 2-23, 2-24, 3-18, 3-53, 4-12, 4-23, 4-53,
4-62

SUBSIENAANT oo o smmess aamwes as e s s 1-1, 1-12, 1-22, 1-26, 2-14, 2-23, 2-26, 4-8, 4-23, 4-71
surfacewater ............ S-5, 3-1, 3-2, 3-21, 3-58, 3-67, 4-2, 4-3, 4-4, 4-6, 4-34, 4-37, 4-38, 4-41,
4-97, 4-104, 4-105

suspended pantictlates: sus vavms o vaE & T9NEs SUEaE TSUEE S5.0GT 5 0G0 5 B 1 Sl she 3-5, 3-8
SYSIem lINKAGE 56 id 0o i 5 0500 500 560 05 wiemies mmisinie nos ssase sun aimse se ssers i mar e ais S-5, 1-4, 4-71
AN 5. 5550t Se muman mon smminss sascapans mEe LSS AT SRR Mslmmss 2-1, 2-36, 2-39, 3-53, 4-58, 4-60, 7-11, 7-22
telephone survey . ... .. .. ... 1-4, 1-18, 2-36, 2-37, 3-52, 3-61, 4-68, 7-10
temporary . ....0000al. 1-29, 2-23, 3-36, 4-4, 4-10, 4-11, 4-35, 4-46, 4-50, 4-59, 4-91, 4-95, 4-96,
4-97, 4-105

(=] 1 =11 1-5, 1-12, 1-22, 1-28, 3-8, 3-16, 3-56, 3-60, 4-13, 4-23, 4-42, 4-75, 4-78, 4-106
threatened and endangered species .. ........... 3-36, 3-40, 3-41, 4-34, 4-50, 4-51, 4-102, 4-108,
7-15

TMA .. .. .... .. S-1, S-4, S-5, S-8, 2-8, 2-21, 2-22, 2-37, 2-38, 2-40, 2-41, 4-83, 4-93, 4-106, 4-109,
7-20

topography . ... e 3-9, 4-12, 4-19, 4-22, 4-23, 4-24, 4-106



WHIHEIT som s wommss smcsnins 25 Wad 5 SO 0 DOREN U sawen U3 BEY 3 8 1-4, 1-18, 1-29, 3-56, 4-58

HAHCEOBOls v w2 wew un 3 2-11, 2-39, 3-58, 3-60, 4-18, 4-56, 4-58, 4-73, 4-82, 4-84, 4-96, 4-101,
4-108, 4-109, 4-111

traffic demand & .« oo i i i i e e e e e e e s e e e e e S-1, 1-6, 1-7, 1-12, 4-74
traffic Operations . . . ... . ... 1-12
traffic signals . . .. ... ... S-4, 2-4, 2-21, 2-24, 2-29, 4-56, 4-76
Traffic Study . . ... e 1-7, 3-44, 3-61, 4-12, 4-70, 4-92, 5-6
frafficsurvey . ... .. ... 1-6, 1-8, 1-13, 1-18, 2-2, 3-59, 3-61, 4-12, 5-5, 7-7, 7-9, 7-10
traffic volumes ........... 1-8, 1-26, 2-26, 3-12, 3-53, 3-59, 4-2, 4-3, 4-10, 4-12, 4-15, 4-17, 4-18,
4-53, 4-67, 4-74, 4-76, 4-78, 4-80, 4-92, 4-101

transportation demand . ........... S-1, 8-5, S-8, 1-7, 1-12, 2-3, 2-22, 2-31, 2-36, 4-10, 4-12, 4-57,
4-66, 4-70, 4-83, 4-84, 4-93, 4-103, 4-108, 5-6, 7-10, 7-14, 7-15, 7-16

transportation management association ........... S-1, S-4, S-8, 2-8, 2-21, 2-22, 2-37, 4-83, 4-84,
4-93, 4-106, 4-109, 4-110

fransportation modes . . . .. .. ... 3-56, 4-70, 4-83, 4-104, 4-109
transportation plans . . . . .. .. e 3-61, 3-62, 4-82, 4-85, 4-104
transportation systems .................. 1-5, 1-6, 1-7, 2-36, 3-56, 4-59, 4-70, 4-83, 4-85, 4-110
Travelers Rest . ......... i, 3-62, 3-63, 3-64, 3-69, 4-87, 4-88, 4-90, 4-110
tHbUtanies .« . .. 3-2, 3-21, 3-39, 3-40, 4-97
MEERAINGT cuw v wowes eev o wes 55 P09 LEVES DDOEE ERTEE GORTS VLU U 2-36, 2-37, 2-38
DIV o wannen saviny soveraa o8 SEE B8 SO o5 UET S-5, 3-5, 4-3, 4-34, 4-35, 4-42, 4-91, 4-95, 4-97
turninglanes . .......... 5-1, 8-2, 5-4, 1-6, 1-14, 1-18, 1-22, 1-28, 1-29, 1-30, 2-4, 2-8, 2-11, 2-14,
2-27, 3-56, 3-58, 4-56, 4-75, 7-9, 7-15, 7-16

typical SECHIONS . . . . ..o 2-8, 2-11, 2-13
undeveloped . ............ 8-1, §-5, 1-15, 1-22, 1-28, 2-5, 2-14, 2-21, 2-23, 2-24, 3-16, 3-17, 3-18,

3-35, 3-42, 3-44, 3-52, 3-53, 3-54, 3-58, 4-11, 4-15, 4-19, 4-22, 4-23, 4-46,
4-53, 4-54, 4-57, 4-61, 4-62, 4-64, 4-65, 4-66, 4-67, 4-68, 4-69, 4-78, 4-82,
4-102, 4-103, 4-108, 4-109

undeveloped areas ........... S-1, S-5, 1-22, 2-23, 2-24, 3-53, 4-46, 4-53, 4-54, 4-57, 4-61, 4-62,

4-64, 4-67, 4-102, 4-103, 4-108
Uniform Relocation Assistance and Real Property Policies Acquisition Act ............ 4-58, 4-108
oo =T L= 2-17, 2-22, 3-58, 4-76
urban ............. §-1, 8-3, 5-4, 1-6, 1-22, 2-3, 2-5, 2-7, 2-14, 2-21, 2-24, 2-31, 2-37, 3-17, 3-18,

3-21, 3-37, 3-41, 3-42, 3-50, 3-54, 3-56, 3-67, 4-4, 4-5, 4-18, 4-22, 4-23,
4-53, 4-54, 4-55, 4-59, 4-62, 4-66, 4-67, 4-74, 4-77, 4-78, 4-81, 4-83,
4-105, 6-2, 7-17

MDA BYPESHES . vanm s s v o o s i s w5 S B8 BT WE SRe 06 9 S-4, 2-3, 2-5, 2-7
Al la s e g e L Y T T Thhhmem: 3-54, 4-22, 4-53, 4-55
US 83 . cuwmn i s S-2, 8-3, §-8, 1-1, 1-4, 1-5, 1-6, 1-7, 1-8, 1-9, 1-12, 1-14, 1-15, 1-16, 1-17, 1-18,

1-29, 1-30, 2-1, 2-4, 2-5, 2-8, 2-21, 2-24, 2-25, 2-40, 3-9, 3-10, 3-12, 3-13,
3-40, 3-44, 3-45, 3-47, 3-48, 3-53, 3-56, 3-58, 3-59, 3-60, 3-61, 3-62, 3-64,
3-66, 3-68, 3-69, 4-10, 4-11, 4-12, 4-13, 4-15, 4-16, 4-17, 4-19, 4-23, 4-38,
4-45, 4-50, 4-52, 4-59, 4-60, 4-62, 4-64, 4-70, 4-71, 4-72, 4-73, 4-74, 4-75,
4-79, 4-82, 4-83, 4-84, 4-92, 4-101, 4-103, 4-109, 7-1, 7-8, 7-9, 7-10, 7-20

US Army Corps of Engineers . . ............... S-6, 3-21, 4-28, 4-97, 4-98, 5-1, 5-3, 6-1, 6-4, 7-6
US Fish and Wildlife Service .............. S-8, 3-40, 3-51, 4-28, 4-50, 4-51, 4-108, 5-2, 5-3, 6-1
BHIIES: 556 cuiv id 550,05 Sk mie e miese vue simse o siminmie sie gisin s i 3-47, 3-49, 4-55, 4-65, 4-99, 4-100
vegetation ............. 3-9, 3-16, 3-19, 3-21, 3-31, 4-2, 4-19, 4-21, 4-22, 4-24, 4-27, 4-37, 4-38,

4-39, 4-41, 4-46, 4-47, 4-48, 4-49, 4-91, 4-95, 4-108, 4-107, 7-21
VASRIE ORI o us oo ws woow s smebvin WHSER SE SHER W5 SRR R WRNG S SONE RGBS 4 WOW 08 G § 3-22
VENCIEOMIBEING . soes o sonw e snvues e o5 oo I BeN 55 BOY 06 L 05 SO &5 SR8 o 1-12, 4-11
hd101{o] WAERS S-4, 1-1, 1-4, 1-6, 1-7, 1-8, 1-9, 1-22, 1-27, 2-7, 2-22, 2-23, 2-26, 2-27, 3-10, 3-12,

3-45, 3-47, 3-48, 3-52, 3-_55,__.3756_, 3-67, 3-68, 4-12, 4-15, 4-17, 4-18, 4-61,

4-62, 4-65, 4-74, 4-81, 4-90, 4-99, 4-100, 5-2, 6-1, 6-4, 6-5, 6-6, 7-8, 7-12,

7-17

visual/aesthetics . . ... 4-102, 4-104, 4-106
volume .......... S-7, 1-8, 1-12, 1-26, 2-17, 2-24, 2-38, 3-6, 3-9, 3-13, 3-56, 3-57, 3-58, 3-59, 3-60,



4-10, 4-11, 4-12, 4-16, 4-17, 4-18, 4-39, 4-46, 4-66, 4-72, 4-75, 4-76, 4-78,

4-99

WaSIEWBIE! v waian S0 556 S50 50 tioie we soum ofd G500 CROGET 55U B oG B 3-5, 3-47, 4-2, 4-5
water quality . .......... 1-17, 3-2, 3-5, 3-21, 3-52, 4-2, 4-3, 4-4, 4-28, 4-41, 4-42, 4-49, 4-58, 4-95,
4-97, 4-105, 4-108, 6-1, 7-21

Water Quality Report . . . .o e e 3-5, 4-2
Waler IESOUMCES . . . . ittt et e e e e 3-2, 3-63, 4-2, 4-41, 4-102, 6-2
Wellhgad Prolectiont ..o i s am sannsm nvaran sammins sm wiees i 70 el Vi s e s 3-5, 4-5
westslope culthroat trout .. i con cs vom o cpns semmc on v w5 S5 1-17, 3-40, 4-49, 4-50, 4-107
WEHANA-BARKING «vv consw s sapen soman 20aGEE SOl 0% weT % doran Saves somes Mrss om 4-39
wetland functions and values . . ...ttt 3-22, 3-31, 4-34, 4-42, 4-92
wellands o @ ssos o S-5, S-6, 1-15, 1-17, 2-14, 2-22, 2-29, 2-30, 3-19, 3-20, 3-21, 3-22, 3-31, 3-34,

3-35, 3-36, 3-41, 4-2, 4-4, 4-19, 4-23, 4-27, 4-28, 4-29, 4-30, 4-31, 4-32,

4-33, 4-34, 4-35, 4-36, 4-37, 4-38, 4-39, 4-40, 4-41, 4-42, 4-44, 4-45, 4-51,

4-62, 4-69, 4-81, 4-88, 4-95, 4-97, 4-98, 4-102, 4-104, 4-105, 4-106, 4-110,

5-4, 71, 7-2, 7-3, 7-14, 7-20, 7-21, 7-22

WellarS ARAING s o vuman wasms Baveas o o on vaev on Bt DVITRI Sl S DREEE O 4-42, 4-98
wildlife ............. §-5, §-7, S-8, 1-16, 2-24, 3-5, 3-20, 3-22, 3-31, 3-34, 3-35, 3-36, 3-37, 3-40,
3-41, 3-51, 3-52, 3-69, 4-13, 4-23, 4-28, 4-29, 4-34, 4-37, 4-39, 4-40, 4-44,

4-45, 4-46, 4-47, 4-48, 4-50, 4-51, 4-52, 4-62, 4-66, 4-68, 4-80, 4-81, 4-90,

4-91, 4-94, 4-95, 4-97, 4-102, 4-104, 4-107, 4-108, 4-110, 5-2, 5-3, 5-4,

5-6, 6-1, 6-2, 6-4, 7-1, 7-5, 7-6, 7-14, 7-20, 7-21

Woodside . ........ S-4, 1-4, 1-6, 1-7, 1-8, 1-9, 1-22, 2-21, 2-22, 2-23, 2-24, 2-26, 2-27, 3-10, 3-12,
3-45, 3-52, 3-53, 3-56, 3-68, 4-15, 4-16, 4-18, 4-62, 4-66, 4-71, 4-79, 4-81,

4-89, 6-6, 7-15





